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English Passenger Tank Locomotive. 


The illustrations this week, with the following description 
of a locomotive for the North British Railway, 


from a late number of the Engineer. A comparison of this | 5 
engine, which is one of the latest specimens of English prac- | fire-box hasa circular top and is of copper, 
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tice, with our way of building engines, will be interesting to 
many of our readers: 

We illustrate herewith a new type of engine, with 17 in. 
cylinders, 26 in, stroke, and four coupled 6-ft. whee 
work on the North British Railway within the 


| 


to the smoke-box tube Bee hy a solid rolled angle iron ring, 

5% in. by 3 in. 1 in, , double-riveted to the boiler | 
barrel and single riveted to tube plate. The outside fire-box | 
shell is 5 ft. 5 in. long outside, and 4 ft. 614 in. at centre line, | 
and 4 ft. 1 in. at m. The depth of the back end below | 


| the centre line of the boiler is 4 ft, 4 in. to bottom of foun- | 


dation ring, slo to 5 ft: 6in. at the front end. The cor- | 
ners of the fire-box are made to a radius of 6 in. outside. | 


| The sides and top of the fire-box shell are made in one plate, 


flanged, double-riveted at the } only, 
| and single-riveted to the outside of the box. e | 
fire door is 1 ft, lin. by 1 ft. 4 in., and is fitted with a solid 


wrought-iron ring 144 in. thick by 244 broad, 
are taken | Single row of rivet. “Aone thickness oft the plate 
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FOUR-COUPLED “BOGIE” PASSENGER TANK LOCOMOTIVE, NORTH BRITISH RAILWAY: 


ls, put to | 
Inst few plate is flanged at 


riveted with a | 
3 is asfollows: | 
Covering plate of fire-box, % in.; back and throat plates, | 

in. ; barrel plates, + in.; tube plate, % in. The inside | 
4 ft. 59% in. long ' 
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per inch; each bar was tested to stand being bent round 
close, cold, without fracture. The pitch of stays is 4 in. The 
crown of the box isstayed with 1, in. in copper, and Jif in. 
diameter stays in the iron plates, twelve threads per inch, 
with round collars and square ends screwed in from inside, 
having nuts on the inside screwed on the top of the copper 
plate. The ends are riveted over on outside shell. The co 

per tube plate is secured to the boiler barrel by eight pate 


Stays. 

The foundation ring is made from scrap iron of two bars 
welded in the centre 31¢ in. deep by 2 in. broad, corners 5%, 
in. radius outside and 3% in. inside. The bars pole 
tions at each of the corners to allow for the radius outside, 
so that no V’s were required. The boiler contains 220 brass 
tubes, 10 ft. 8 in. long by 1% in. external diameter, Nos, 10 
and 11 B.W.G., % in, water space; expanded at both ends 
with Dudgeon’s patent tube expander; steel ferruled and 




















Mr. R. Drummond, Engineer, Cowlais, Glasgow. 
by 8 ft. 25 in. wide at top, and 4 ft. 10% in. long by 3 ft. | 
6%, in. a 3 at bottom. Tie inside of the top of the tire-box 
is 11 in. above the centre line of the boiler. There is water 
space of 2 in. all round at the bottom of the box, which is 
increased at the top of the back plate to 5 in. The tube 

tne top to 2 in. radius outside and is 4'¢ 


weeks. The bogie wheels are 3 ft. 6 in. diameter, and the | in. broad, and 3% in. radius outside, and 5}j in. broad at 


total wheel base is 21 ft. 1 in. The engines were 


| the bottom. The 


tube plate is 3 ft. 844 in. wide at the top. 


Mr. D. Drummond, Locomotive Superintendent of the Back plate flanged at the top to 2 in, radius outside, and is 


b 
North British Railway, for working the coast traffic of the | 
company, and they were built as they should be built by | 
Messrs. Neilson, Hyde Park Locomotive Works, Glasgow, 
and reflect much credit on Mr. Drummond. 

The boiler barrel is telescopic, 10 ft. 1 in. long, and 4 ft. 
4 in. diameter outside front plate. It is com of two 
rings of plates, each being in one plate. The longitudinal 
seams are butt jointed, and secured outside and i with 
butt straps, strongest in their transverse section, 744 in. 
wide and % in. thick, double-riveted. The circular laps are 
214 in. wide, and single-riveted. The boiler barrel is secured 





44 in. broad and 3% in, radius, outside, and 5{j broad at 
the bottom. It is dished at fire-hole. The crown and sides 
are in one plate. The sides next to tube plate are made with 
a pocket equal to the extra width of tube plate at this part, 
and joined to the plain part of the box with 12 in. radius. 
The thickness of copper plates is: Tube plate, % in. and |, 
in. ; back plate, /; in. ; covering plate, %, in. @ fire-box is 
jecsiyoted, expepting at the foundation ring, which is 
double-rive The lap of copper: plates is 214 in. ;diameter 
of iron rivets, }j in., 1% in, pitch. 
% in. diameter, twelve threads 


The stays are of copper, 
































carefully caulked in the fire-box, and projecting }¢ in. 
through the smoke-box tube plate. No ferrules in that end. 
» The dome is of cast iron % in. thick at the top and 1 in. 
thick at bottom, flattened to 13% in. diameter on top for re- 
ceiving the amy valve seatings. Safety valves and seat- 
ings are Ramsbottom’s, of the best gun-metal, The joints 
were scraped up perfectly steam-tight and made with boiled 
oil only. 

The , SO is 13 ft, from rail to top, 16in. diameter at 
bottom and 17 in. diameter at top inside, made of one plate 
in. thick. The base plate is best Yorkshire iron 8 in. high, 
solid welded, and flanged; secured to the smoke-box by 10 
% in. rivets. Plate tube butt jointed with a 8 }y in. strap, 
in. thick on the inside. All the rivets are countersunk and 
filed flush. The chimney is fitted with a cast iron top, as 
illustrated. ; 

The main frames are of Yorkshire iron in one pete from 
the back buffer beam to the front eud of the cylinders, where 
they are welded. The front part is forged and solidly 
welded to the frame. They are placed 4 ft. 1'¢ in. apart 
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from the back end tothe front of the cylinders, where they 
are 3 ft. phest Sy Their total is 30 ft. 6 in.; 


from the inside of front buffer beam to the centre of the 
bogie, 5 ft. 4 in., the centrie of to centre of 
driving axle, 9 ft. 10 in., from centre of to centre of 
trailing axle, 8 ft.; from centre of to end of 
frame, 7 ft. 4in. The it from the to the top of the 
frame is 4 ft.; and the di of the frame over axle-boxes, 
18 in. The front buffer is 18% in. deep and 1% in. 
thick by 7 ft. 2% in, . It is stiffened with two 2'¢ in. 

in, asshown. The back buffer 


by 24¢ in. by 
beam is 15 in. by 144 in, thick by 7 ft. 25 in., with a slot 
cut for drawbar. 

The horn blocks are of the best tough cast-iron free from 
defects: the sliding surfaces, which are to be Bi in. wide, 
are continued across the top, and the flange with which the 
same is fixed to the frame is continued round in a similar 


manner. 

The driving and trailing axle-boxes are crucible cast stec!. 
2 in. thick at the crown, 1% in, and 14¢ in. thick at sides, 
7\< in. wide, a flange $8 in. thick by 1 ft. running down 
the sides. The bu are also recessed at the top for white 
metai. A gun-metal keep is placed below the axle. 

The driving springs volutes, 7 in. diameter by 8° in, 
long. The trailing sp are composed of one plate 6 in. 
broad by ‘4 in. thick, seventeen plates, 5 in. broad by 
4¢ in. thick; one wrought-iron packing piece 5 in. broad by 
46 in. thick, 8 ft. 6 in. span 814 in. camber when loaded. 

The driving, trailing, and axies are of the best 


Yorkshire iron, dou The wheels are solid 
forged, the coupled wheels having oo ga balance weights 
and crank bases. The tires are solid rolled crucible cast 


steel, 3 in. thick on tread by 54¢ in. cong and secured on the 


inside by Drummond’s re ieee 
nside by Drum Peetor ant B6'in, stroke, 2 ft. 8 in. 


cylinders are 17 in. diameter 
centres; the back ends are cast solid, They are lagged with 
wood and cove th sheet iron. thickness of the 


metal in the cylinder barrel is 1 in,; in the steam chest, }¢ 


in.; the steam ports are 1%¢ in. by 144¢ in.; the ex- 
haust port is by in, Ge. 3 1% in.; 
width over faces, 044 in. have an inclination 
lin 84. The slide valves are m rid appre wl they have 
an outside lap of 1 in., a travel of 4), in.; and a | of \% 
in., The buckle is of with spindte. The 


a iron, solid 
vistons are of gun-metal 4 in, deep, with two cast iron 
4 in. wide by )y in. thick. The piston rods and crossh 

are forged solid of selected Yorkshire iron, The slide blocks 
are of cast iron of the same quality as the cylinders, 12 in. 
long by 8\¢ in. wide, forced on the gudgeon pins with a pres- 
sure of 4 tons, and accurately fitted to the slide bars. The 
connecting rods are forged in one piece, without weld, from 
the best selected scrap iron; section at large end, 5 in, by 2 
in. ;at small end 8'¢ in, by 2in. sand 6 ft. in. centre to cen- 
tre. The outside rods are made of the very best selected scrap 
iron forged in one piece without weld, and fitted with gun- 
mnetal bushes. Bushes are into the rod ends, secured 
in their places with taper pins and set screws. The inter- 
mediate valve spindlesare made of the best selected York- 
shire scrap iron 8!¢ in. diameter. The bushes are gun- 
metal. 

The reversing gear is of the screw type with cast iron 
column and wheel, worked by a bell-crank and rod. The 
eccentric rods are made from the best selected scrap iron,’ 
having a foot forged on for bolting to the straps, The straps 
are of cast iron and fitted together without liners. The two 
eccentrics of each side are cast together in halves, the out- 
side eccentrics are bored, and tapped to receive the 
screw, securing it together, The inside has a round flange 
which abuts against a similer flange on opposite eccentrics; 
both flanges are tightly embraced with a wrought-iron hoop, 
bolted together with two 1 in. diameter bolts. A projecting 
lug is cast on the outside eccentric, and carefully fitted to 
the web of the crank for driving the eccentrics. The throw 
of the eccentrics is 614 in.; they are 2% in. wide. 

The boiler is fed by 2 injectors, No, 8, with movable cones. 
A tank is provided on each side of the i to carry 950 

lions of water. The iron plates are ;j, in. excepting the 

nged plates for the splasher’s sides, which are of Yorkshire 
iron \¢ in. thick, The angle irons are 1% in, by 1% in. by 
fy in.; rivets, }¢ in. diameter and 14¢ in. pitch at bottom. 
A cast-iron dry sand-box is placed on each side of smoke- 
box. The injector pipes are of copper solid drawn. De- 
livery pipe, 1¢ in. external diameter, by No. 10 B.W.G.; 
feed pipes 1% in, external diameter, by No. 10 B.W.G.; 
steam pipe, 1\¢ in. external diameter, by No. 10 B.W.G. 
All flanges have been scra up toa true surface so as to 
make a perfectly steam-tight joint, with boiled oil only. 

The engine is fitted with the oe automatic air 
brake on the driving and trailing whee 

The bogie frames are Yorkshire iron, each in one plate cut 
out of the solid, lin. thick by 8ft. 9% in. long. A cast-iron 
frame is fitted between the frames, with a moving frame 
sup iorted by two volute spri: at the ends. The bogie 
centre is riveted on to a 1 in, thick transverse plate, which 
is riveted to the main frames with 4 in, by 4 in. by % in. 
angle irons. The centre pin is 2‘¢ in, diameter, fitted witha 
wrought-iron washer and cotter underneath. The centre on 
the moving frame is arranged for and fitted with oil cups for 
lubricating the moving surfaces. The cast iron frame is 
riveted to the plate frame as shown; frames 2 ft. 8'¢ in. 
apart, and wheel centres, 6 ft. 6 in. 

The springs are composed of twelve steel plates, 5 in. broad 
by \¢ in. thick, and one beige a ol a ing piece, 4g in. 
thick, 4 ft. centres, 24¢ in. camber | 4 

The boiler was tested previous to being put in the frames 
by hot water to a pressure of 200 lbs, per square inch, by 
~ hydraulic pump; and with steam to 150 Ibs. per square 

ch. 





Train Accidents in May. 


The following accidents are included in our record for the 
month of May: 

REAR COLLISIONS. 

On the afternoon of the 11th a Grand Trunk passenger 
train ran over a misplaced switch and into a nger car 
which was standing on the Credit Valley track at the junc- 
tion of the two roads in Carleton, Ont. e car was wrecked, 
two persons fatally and seven less severely injured. The 
car carried an Soper ll yale J returning from a trip of in- 
spection over the new ; 

Early on the morning of the 18th a freight train ran into’ 
the rear of another freight in the Pennsylvania Railroad 
yard at Altoona, Pa. Only slight damaze was done. 

On the evening of the 13th, as an engine on the Illinois 
Central road was backing up from the tank to take its pas- 
senger train at Kankakee, Ill, the machinery became de- 
ranged so that the engineer could not close the throttle. 
The engine ran into the train, the tender and bag- 
gage car. 

n the morning of the 15th a freight train on the New 
York Central & Hudson River road ran into the rear of a 
preceding freight, which had stopped at Amsterdam, N. Y. 
An engine and several cars were badly broken and the road 
partly block »d for several hours. 

On the 15th a freight train on the New York, Lake Erie 
& Western road ran into the rear of a preceding freight at 
Narrowsburg, Pa., damaging the engine and caboose. 
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On the afternoon of the 15th a freight train on the Pitts- | On the 29th a special passenger train onthe Kansas Pacific 


THE RAILROAD GAZETTE. 


[JUNE 20,° 1879 








burgh, Ft. Wayne & Chicago road ran into a preceding | road ran off the track at Solomon, Kan., blocking the road. 


freight at Economy, Pa., damaging an engine and several 
cars, and blocking the road three hours, 

On the night of the 16th a freight train on the Lehigh 
Valley road ran into the rear of a preceding coal train at 
Rockport, Pa., wrecking an engine and 15 coal cars, and 
blocking the road all night. 

On the afternoon of the 20th a coal train on the Philadel- 
ge & Reading road ran over a misplaced switch and into a 
ot of coal cars standing ona siding at St. Clair, Pa. A 
number of the cars were badly broken. 

On the 30th a passenger train on the Michigan Central 


road ran over a misplaced switch and into the rear of a | Perkiom 


freight train, which was standing on a siding at Battle 
Creek, Mich. The engine was damaged and a car wrecked. 

On the 31st the mil 
road ran into a pile-driver car which was standing on the 
track near Twin Lakes, Conn. The engine and tender were 


thrown across the track, and three milk cars piled up against | Vt. , 
them, blocking the road all night. An extra had preceded | sparks from the engine. 


the milk train, and the pile-driver men thought that it was 


the regular train. 


BUTTING COLLISIONS. 


| 
| 
| 


train on the Connecticut Western | brakeman 


BOILER EXPLOSION. 


On the evening of the 22d, the boiler of a freight train ex 
ploded in the Boston & Albany yard, at West Springfield 
Mass., tearing the forward part of the engine to pieces and 
injuring the engineer and fireman. The boiler gave way on 
the lower part of the barrel, and it is reported that some of 
the sheets were badly corroded. It was 18 years old. An 
engine of the same class exploded about a year ago. 

OTHER ACCIDENTS, 


On the evening of the 3d, a car in a passenger train on the 
en Branch of the Philadelphia & Reading road 
caught fire when the train was near Emaus, Pa., and was 
destroyed. The fire was caused by an explosion of gas as the 
was lighting the lights. 

On the 13th a carina freight train on the Connecticut 
& Passumpsic Rivers road caught fire near Pompanoosuc, 
and was entirely destroyed. The fire was started by 


This is a total of 37 accidents, whereby 5 persons were 
killed and 20 injured. Three accidents caused the death of 


Early on the morning of the 28th there was a butting | One or more persons; six caused injury, but not death, leav- 


collision between two freight trains on the Pittsburgh, Ft. 
Wayne & Chicago road near Delphos, O. Both engines and 
11 cars were badly broken and the track blocked four hours. 
A misunderstanding of orders is said to have caused the 
accident. 

Early on the morning of the 28th, as a freight ongine was 
standing in the Pennsylvania Railroad yard in Pittsburgh, 
Pa., an unknown party, thought to be a tramp, jumped on 
board, opened the throttle and then ran away. 
ran down the track and into the round-house, striking 
another engine and damaging it somewhat. The man was 
not caught. 

DERAILMENTS, BROKEN RAIL. 

On the 7th the engine of a passenger train on the Kansas 
Pacific road was thrown from the track by a broken rail 
near Topeka, Kan., blocking the road four hours, 

On the afternoon of the 15th a passenger train on the Chi- 
cago, Burlington & Quincy road struck a broken rail near 
Sandwich, Il., and several cars were thrown from the track, 
blocking the road three hours. 

DERAILMENTS, BROKEN WHEEL, 

On the morning of the 29th five cars of a freight train on 
the New London Northern road were thrown from the track 
at Three Rivers, Mass., by a broken wheel. A brakeman 
was hurt and the road blocked two hours. 

DERAILMENT, BROKEN TRUCK. 


On the 28th some cars of a freight train on the New York 
Central & Hudson River road were thrown from the track 
near Tribes Hill, N. Y., by a broken truck, blocking one 
track some time. 

DERAILMENT, BROKEN DRAW-BAR. 

On the afternoon of the 23d as a freight train on the De- 
troit, Lansing & Northern road was near Eagle, Mich., a 
draw-bar dropped down on the track and threw several cars 
from the rails, blocking the road three hours, 

DERAILMENT, ACCIDENTAL OBSTRUCTION. 


} 
: ° . | 
Early on the morning of the 28th a passenger train on the | To passenger trains 


Pittsburgh Division of the Baltimore & Ohioran into a rock 
which had fallen on the track near Confluence, Pa. The en- 
gine was thrown over and wrecked, killing the engineer and 
a tramp who was stealing a ride, injuring the fireman and 
another tramp. The engineer was found dead with his hand 
on the air brake lever. 

DERAILMENTS, CATTLE. 


On the night of the 6th, a freight train on the Fort 


he engine | 


| 





| 


| 


Wayne, Muncie & Cincinnati road ran over some cows near | 


Montpelier, Ind., and 12 cars were thrown into the ditch, 
blocking the road all night. A brakeman was badly hurt. 

On the 12th a freight train on the Central Pacific road ran 
intoa lot of cattle at Verdi, Nev., and nearly the whole 
train was thrown from the track. 

DERAILMENT, WASH-OUT. 

Early on the morning of the 25th a freight train on the 
Chicago, Milwaukee & St. Paul road ran into a wash-out 
near Boscobel, Wis., and the engine was damaged. The en- 
gineer and fireman were scalded. 

DERAILMENTS, MISPLACED SWITCH. 

On the evening of the lst a passenger train on the Chicago, 
Milwaukee & St. Paul road was thrown from the track at 
Anamosa Quarries, Ia., by a misplaced switch. The engine 
upset, crushing the engineer under it so that he died in a few 
hours. 

On the morning of the 3da freight train on the Wabash 
road was thrown from the track by a misplaced switch in 
Toledo, O., and the engine ran some distance away from the 
track. 

Early on the morning of the 11th a freight train on the 
Chicago, Milwaukee & St. Paul road was thrown from the 
track, while backing up, by a misplaced switch at Winona 
Junction, Wis. Six cars left the track and were damaged, 
and the station platform was cut up badly. 

On the afternoon of the 20th a freight train on the St. 
Louis, Kansas City & Northern road, was thrown from the 
track by a misplaced switch in Kansas City, Mo. 
was blocked several hours. 

DERAILMENTS, UNEXPLAINED AND MISCELLANEOUS. 

On the 2d a freight train on the Cleveland, Columbus, Cin- 
cinnati & Indianapolis road ran off the track near Shelby, 
O., and the engine and several cars were wrecked. 

On the 2da freight train of 16 cars on the Utah & North- 


ern road was blown from the track by a tornado near Round | July. resents eee seeseenneenns eenee 
Some of the cars are said to have been car- | AUSUSt...... 


Valley, Idaho. 
ried 75 feet away from the track. 

On the 4th the engine of a freight train on the Pittsburgh, 
Ft. Wayne & Chicago road ran off the track in Ft, Wayne, 
Ind,, causing some delay of trains. 

On the evening of the 8th the engine of a passenger train 
ou the Minneapolis & Duluth road jumped the track in St. 


Paul, Minn., and ran off some distance from the road, drag- | M 


ging the tender after it. 

On the night of the 9th as a coal train on the Jefferson 
Branch of the New York, Lake Erie & Western road was 
near Carbondale, Pa., some cars jumped the track. There 
was a pusher on the rear end of the train, and when the first 
engine stopped the pusher kept on working, piling up a 
number of empty coal carsin a bad wreck. he caboose 
was also wrecked and three train men hurt, 

On the night of the 21st as some oil cars on the Rochester 
& State Line roud were being run upon a siding, 
was not stopped in time, and several cars ran off t 
the siding, some of them being badly broken. 

On the afternoon of the 26th the rear car of a passenger 
train on the Pennsylvania road jumped the track in Tully- 
town, Pa., and swung round, striking the corner of a house 
moat the track. The car was damaged and two passengers 

urt, 

On the morning of the 29th some cars of a ‘coal train on 
the New York, Lake Erie & Western road ran off the track 
at West End, N. J., delaying trains some time. 





ing 28, or 75.9 per cent. of the whole number in which no 
serious injury to persons is recorded. 

As compared with May, 1878, there was a decrease of 13 
accidents, of 8in the number wounded, and of 24 in that 
injured. 

These accidents may be classed as to their nature and 
causes as follows: 


COLLISIONS : 
er ee eee, Socccncecscensbbescesenene 10 
rE Se eee ee. s ocpencvevessectodell 2 
- 12 
DERAILMENTS: 


POY BOE onions sad beds bone ae 
Broken wheel... 
Broken truck 
Broken draw-bar 







Cattle on track 
I St BE oo dg ck sdnnd ocadnenderes san be 
Misplaced switch 
Dy :eVUS6d WE STs Leh seDke ee towels 6 eins ek.s vedee Was 
Running off end of siding 
Unexplained 


‘oie 
NNR Sa os ek Seca DW eeeMbes Gaus Waa? obo ere F 1 
Car burned while running................. ceseecees o> er 2 
ET Oe PE, | Cope ream eee phys. Baya i 37 
Three collisions were caused by misplaced switches, one by 


a runaway engine and one by misunderstanding of train or- 
ders, Six accidents are traced directly to defects or failures 
of road or equipment. 

The division of accidents and casualties according to 
classes of trains was as follows: 


Derail Other 


Accidents : Collisions. ments. accidents. Total. 
Nb ebdevgess 2 7 10 
To a passenger and a freight.. 1 me 1 
To freight trains.............. 9 15 2 26 
MUEERTUT ices neck uscckaee 12 22 i] 37 

Casualties : 

SE TM chin, chai aa wleh's nese’ 2 3 . 5 
BE Os cok g 5s, bv.cpni ones Se 7 11 2 20 
RES pt: pet 9 14 2 25 


The month enjoys the distinction of having the shortest 
record, the least number of accidents, of any month in over 
six years past. In that time our record has shown but five 
months in which less than 50 accidents were recorded. 
Those were June, 1877, and March, 1878, in each of which 
there were 49; May, 1877, and April, 1878, in each of which 
there were 46, and now May, 1879, with only 37 accidents, 
or less than one-half the average number per month for six 
years and five months past. No special cause can be as- 
signed for this comparative exemption from accident, fur- 
ther than that the month was generally one of pleasant 
weather with few severe storms, and these chiefly local in 
their influence. Collisions were not in unusual number, their 
general average being not far from one-third of the whole 
number of accidents, however the proportion may vary from 
month to month. Malicious derailments are fortunately ab- 
sent, and there is also the unusual feature that not a 
single collision is recorded from breaking of trains, though 
one derailment resulted from pulling out a draw-bar. It is 


| a disgraceful feature that more than one-sixth of the whole 


| were caused by misplaced switches. 
The track | 


| 
| 


the train | 
he end of | 





number of accidents—four derailments and three collisions—- 
Surely stricter disci- 
pline, the knowledge that certain and sharp punishment 
awaited the man who carelessly leaves a switch set wrong, 
might remedy this. 

For the year ending with May the recortl is as follows: 


No. of accidents, Killed. Injured. 
56 12 5 


June..... 





eee eee Cee eee eeeees y ” 

54 7 41 
ee eee 75 36 108 
ee ee OE ee Pe eer ee 76 22 53 
nibs cewR is babceeus > vekaties 61 35 163 
OD, ..c cette cata vids Boat eevbs 68 15 54 
eet ey be ry Tee . B 16 58 
Junuary..... .113 23 90 
SED SS bi each ccdi tae cet st e200 RN 11 75 
ni dsewskntiscsncestee 61 14 50 
Serr eee er eee 50 4 27 
ED Nv. 06b 06 sh 00s bended ceSeveceds veces 37 5 20 
OU, S cakes ek bbcbes bnee ees 802 200 797 
Totals,same months, 1877-78 .802 226 973 


The averages per day for the month were, 1.28 accidents, 
0.17 killed and 0.67 injured; for the year they were 2.20 
accidents, 0.55 killed and 2.18 injured. The average casual- 
ties per accident were for the month 0.135 killed and 0,541 
injured; for the year, 0.249 killed and 0.994 injured. The 
monthly averages, both of accidents and casualties, thus fall 
very far below those for the year. 





—Messrs. Job H. Jackson, of the Jackson & Sharp Com- 
pany, and George G. Lobdell, of the Lobdell Car Wheel Com- 
pany, have been appointed by the Governor of Delaware 
Commissioners to represent the state at the meeting to be 
held in New York with reference to the proposed interna- 
tional exhibition in that city in 1883. 
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New York Meeting of Joint Executive Committee. 





‘the following is the official report of last week’s meeting : 


No. 346 Broapway, New York, June 12, 1879. 
In accordance with the resolution passed at the Niagara 
meeting on June 5, the Joint Executive Committee convened 
at noon, the following representatives being present: 
John King, Jr., Baltimore & Ohio. 
J. H. Rutter, W. K. Vanderbilt, J. B. Dutcher, C. B. 
Meeker, New York Central & Hudson River. 
G. R. Blanchard, R. C. Vilas, New York, Lake Erie & 
Western. 
J. N. McCullough, Wm. Stewart, Pennsylvania Company. 
-M. H. Smith, Marietta & Cincinnati and Ohio & Missis- 
sippi. 
A. J. Cassatt, Pennsylvania Railroad. 
W. H. Perry, Canada Southern, 
L. J. Seargeant, Grand Trunk. 
L. Millis, Central Vermont. 
J, E. Simpson, Vandalia Line. 
J. H. Devereux, Atlantic & Great Western. 
E. B. Thomas, Cleveland, Columbus, Cincinnati & Indian- 
apolis. 
James Smith, Chicago & Alton. 
J. Q. A. Bean, Chicago, Burlington & Quincy. 
J. C. Noyes, Indianapolis & St. Louis. 
H. C. Diehl, Indianapolis, Bloomington & Western. 
J. M. Osborn, C. W. Bradley, Wabash. 
G. G. Cochran, Atlantic & Great Western. 
D. 8. Gray, Union Line. 
J. B. Wilder, Lowsville, Cincinnati & Lexington Railroad 
Line. ALBERT FINK, Chairman. 
Isaac MARKENS, Acting Secretary. 


The Chairman stated that he had received telegrams from 
Messrs. Newell and Ledyard, authorizing Mr. J. H. Rutter 
to represent them, and from Mr. Broughton, saying that he 
was prevented from attending the meeting. The Great 
Western Railway is, therefore, the only road not repre- 
sented. 

The Chairman stated that a meeting had been held June 4 
and 5 between the representatives of the trunk lines and the 
Chicago terminal roads, for the purpose of dividing the Chi- 
cago east-bound traffic, as a preliminary =. for a division 
of the traffic from all other Western cities. From the printed 
abstract of the proceedings of that meeting, and the agree- 
ment in regard to live-stock traffic, copies of which betdicen 
placed in your hands, you have been informed of the action 
taken and of the recommendations made by the railroad com- 
panies represented at Niagara. 

This present meeting of the Executive Committee and other 
Western roads has been called for the purpose of considering 
these recommendations and to adopt the same, or to make 
such changes as may be deemed desirable. 

The agreement in regard to the live-stock traffic provides 
for the division of this traffic at the principal Western ship- 
ping points, between the terminal roads as well as between 
their connecting roads and trunk lines. 

A new plan is proposed, which abolishes the past objec- 
tionable features of the evening system, and places all ship- 
pers of stock upon the same footing. It is the object of this 
meeting to perfect this plan, and to devise the necessary 
machinery to put it into execution. Many excellent plans 
for reform in railroad management fail, because the proper 
means are not adopted to carry them into practice. These 
plans are generally left to execute themselves, which they 
are not apt todo. It requires a proper organization and 
attention to the details, in order to insure success in so com- 
plicated an undertaking as the one under consideration; and 
this meeting should, therefore, give careful attention to the 
perfection of a working organization under which the plan 
can be carried out. 

The same remarks apply to'the plan of dividing all other 

Western traffic betweeu the terminal roads, their connec- 
tions and the trunk lines. 

At Niagara the division of the Chicago business has been 
agreed upon until the first of August, and before the expira- 
tion of that time the final decision as to the percentages of 
tonnage will be made by the Board of Arbitration. 

There is nothing now in the way of making the division of 
east-bound freight from all other points, and it is the object 
of this meeting to make these divisions, as far as can be 
done, between the roads represented here, and, in case of 
disagreement, to prepare the case for final arbitration. 

I have to announce here that the Executive Committee of 
the Trunk Lines, under the authority conferred upon them 
in the meeting of April 23-24, have completed the arrange- 
ments with the arbitrators selected by you, and the latter 
have ofticially notified your Chairman that they have organ- 
ized the Board of Arbitration by the selection of Mr. C, F. 
Adams, Jr., as Chairman, and Mr. John A. Wright as tem- 
porary Secretary, and are now ready to attend to the duties 
assigned to them. They propose that the arguments, in cases 
that may be brought before them, be submitted in writing, 
but they will hear verbal arguments in the presence of all 
the interested parties if so desired. 

[t is the purpose of the Board to afford fuli opportunity 
for the presentation of all the facts bearing upon the various 
cases, in any form or manner that may seem desirable, to a 
full understanding of the cases submitted. 

The Secretary will read to you the letter of acceptance b 
the Board of Arbitration, and the conditions under whleb 
they have accepted. It is required that this letter be signed 
by the properly-authorized officers of the companies parties 
to the agreement, and the letter will be submitted to you for 
that purpose. 

Another subject that will have to be considered is the re- 
vision of the east-bound traffic. This matter had been re- 
ferred to a committee of the general freight agents, but no 
action has been taken so far. 

The restoration of passenger rates, and the adoption of a 
permanent plan of maintaining the same, will also be con- 
sidered by this meeting. 

Attention is called to the fact that the Joint Executive 
Committee was organized by a consolidation of the Western 
Executive Committee and the Trunk Line Executive Com- 
mittee. The Western Executive Committee was selected at 
Chicago by some forty or fifty Western roads. It was sup- 
posed that this committee continued to represent all these 
roads upon the Joint Executive Committee; but, as the 
Western Executive Committee is, under the present ar- 
rangement, no longer necessary, it is but proper and just 
that the companies who created it, but who had no direct 
representation upon the Joint Executive Committee, should 
be represented upon the latter committee. I suggest that 
all those companies who wish to co-operate in the present 
movement toward reform in the management of the com- 
petitive traffic in which they may be interested be invited to 
appoint a representative upon the Joint Executive Commit- 
tee. This, however, will make the whole committee too 
large for the prompt transaction of business, and it will, 
therefore, be necessary to appoint a sub-committee, con- 
sisting of fewer members, to which can be entrusted the 
transaction of all routine business, and the supervision in 
carrying out the agreements and resolution of the whole 
committee. I suggest that this convention take action upon 
this subject. 

The convention is now ready for business. 





The letter of the Board of Arbitration accepting the ap- 

seep co referred to by the Chairman, was then read, and 

jhe members of the committee who were present and were 
authori zed to sign the same, did so. 

Mr. Rutter then offered the following resolution: 

“That the action of the Trunk Line Executive Committee 
and the representatives of the Chicago terminal roads, at 
—. on the 4th and 5th inst., as published in the pro- 

ings of that meeting, and also the agreement made at 
Niagara on the same days in regard to live-stock traffic, be 
approved and adopted by this meeting.” 
t was then moved and agreed that the consideration of 
the live-stock agreement should be taken up by sections. 

Sections 1 to 9 were then and successively adopted. 

Section 10 was not read, as it referred to an agreement be- 
tween the trunk lines alone. 

Section 11 was read and adopted. 

Section 12 was amended by substituting 60 in place of 50 
per cent., and the word net instead of gross. The section as 
amended now reads as follows: 

“* Twelfth.—The trunk lines have agreed and recommended 
the Western companies to concur in making the rates on 
dressed beef 60 per cent in excess of the net live-stock rate, 
without the drawback, as heretofore agreed to.” 

Section 13 was read and adopted. 

Section 14, referring to a trunk line agreement alone, was 
not read, 

Section 15 was read and not adopted, as it provided for a 
method of determining rates, the rates having subsequently 
been established and are already in force. 

Sections 16 and 17 were read and adopted. 

Section 18 was amended b — the rate on hogs 2214 
cents from Chicago to New York, for the month of May, as 
originally intended, instead of 2b cents, the 4g cent having 
been omitted in ead ee agreement. 

Sections 19 and 20 were then read and adopted. 

Mr. Cassatt moved the adoption of the live-stock agree- 
ment as amended, as a whole, and the adoption of the action 
of the Niagara Convention as published in the proceedings, 
which motion was unanimously adopted, the following com- 
panies voting for it: 

Central Vermont; New York, Lake Erie & Western; 
Pennsylvania Railroad; Atlantic & Great Western; Cleve- 
land, Columbus, Cincinnati & Indianapolis; Wabash; Balti- 
more & Ohio; Marietta & Cincinnati; Ohio & Mississippi: 
Michigan Central; Chicago & Alton; Pennsylvania Com- 
any; Lake Shore & et Southern; Indianapolis & St. 

uis; New York Central & Hudson River; Grand Trunk; 
Vandalia Line; Canada Southern; Pittsburgh, Cincinnati & 
St. Louis: Chicago, Burlington & Quincy; Louisville, Cin- 
cinnati & Lexington. 

On motion of Mr. King, the following resolution was 
adopted: 

‘** Resolved, The Trunk Line Executive Committee be ap- 
pointed a committee to formulate a revised plan for adjust- 
ing rates from interior points.” 

The following resolution was then unanimously adopted: 

‘* Resolved, That committees be appointed by the chair to 
take up the division of live-stock and of east-bound traffic 
other than live-stock from Western cities.” 

The Chairman announced as committees, in accordance 
with the foregoing resolutions, the representatives of the 
roads leading fom each city, as follows: 


From St. Louis: 
J. E. Simpson, 
John King, Jr., 
J. C. Noyes, 
J. M. Osborn, 
Jas. Smith, 
J, Q. A. Bean. 


Krom Detroit: 


From Cincinnati ° 
John King, Jr., 
E. B, Thomas, 
A. H. MeLeod, 
G. G. Cochran, 


From Indianapolis: 
Wm. Stewart, L. J. Seargeant, 
E. B, Thomas, F. Broughton, 
W. E. Ingalls, John Newell, 
V. T. Malott, W. H. Perry. 
A. H. McLeod, 


Mr. Wilder, President of the Louisville, Cincinnati & 
Lexington Railroad, addressed the meeting, stating that the 
agreement to divide the freight at Louisville had worked 
very satistactornly, but that it was not in the power of the 
terminal railroads to prevent the cutting of rates. He 
would be very glad indeed if the meeting would take this 
matter in hand, and prevent the agents of the freight lines 
from cutting rates. 

The Chairman stated that the business from Louisville had 
always been divided, according to agreement, between the 
terminal roads, but that no benefit had been derived from 
it. The division of tonnage between the terminal lines at 
the place of shipment cannot secure the maintenance of 
rates unless the business is divided between all the connect- 
ing roads to the point of destination. While the terminal 
lines secure for themselves the agreed proportion of traffic, 
the competition of their connecting roads destroys the rates, 
and thus destroys the benefit of the whole plan of dividing 
the traffic. This should be borne in mind by the commit- 
tee making the east-bound division of traffic. They should 
not only make a division at the terminal points, but also 
between all connecting roads to the points of destination. 

The meeting then took a recess. 





The meeting was called to order at 4 p. m. 

Mr. Simpson, Chairman of the St. Louis Committee, made 
the following report: 

‘‘T am directed to report to the convention that the St. 
Louis Imes cannot agree upon the division of live-stock 
traffic from St. Louis, and that they will submit the matter 
to the Board of Arbitration next Monday, or as soon as the 
Board of Arbitrators is ready to hear their arguments. In 
regard to the division of other freight from St. Louis and 
East St. Louis, the lines cannot agree. 

“J. E. Simpson, Chairman.” 

The following report was submitted by Mr. King, Chair- 
man of the Cincinnati Committee: ; 

“The committee having charge of the matter of Cincinnati 
pool respectfully beg leave to report: 

“Three propositions were before the Convention. 

“‘ First.—As to the proportions which should govern for 
business originating west of Cincinnati, and starting from 
points east of and not included in other pool points. oe 

“* Second.—The proportions for dead freight from Cincin- 
nati. 

‘“‘ Third.—The proportions for live stock from Cincinnati. 
“Tn regard to the first proposition, it was agreed that the 
basis of is78 should govern the division. 

“In regard to the second and third propositions, the com- 
mittee tailed to agree upon the proportions, and will submit 
the cases to the Board of Arbitrators for decision. 

**Joun Kina, JR., Chairman.” 





Mr. Seargeant reported that in the absence of any repre- 
sentative of the Great Western Railway Company the De- | 
troit committee were unable to enter upon their duties, but | 
that it had been agreed to arrange as early a conference as | 
practicable for that purpose. 

On motion of Mr. Devereux, 
ceived and adopted. 

Mr. Blanchard, on behalf of the Trunk Line Committee, 


the several reports were re- | 
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to whom had been referred the resolution of Mr. King, sub- 
mitted the following report: 

‘*‘ First.— That from all points, being less distant from 
New York than Chicago, new percentages be adopted for 
making up rates on east-bound or upon the following 
basis; the percentages from points of the same, or no greater 
distance than Chicago, to continue as heretofore. 

* Second.—That six cents per 100 Ibs. be first deducted 
from an assumed rate of 25 cents per 100 Ibs., Chicago to 
New York, said deduction to represent the fixed charges at 
both ends of long or short hauls. 

‘“ Third.—That after such deduction the rate per mile, 
which the remainder, or 19 cents per 100 lbs., produces from 
Chicago to New York, shall be charged per mile from all 
common points named in the first section, according to the 

reentages of distance shown by the table adopted at 

thicago, April 13, 1876, to which result so computed the 6 
cents, per 100 lbs. of fixed charges first above deducted shall 
be again added, and the percentage of the Chicago rate of 
25 cents, produced by such additions, shall thereafter con- 
stitute the percentage of the Chicago rate, which shall be 
subsequently charged from the points named in first section, 

FOR ILLUSTRATION: 

* Chicago to New York, 
* Less fixed charges 


* Basis of rate for computation.................... » = 
“Columbus, Ohio, as at present 70 per cent of Chicago 
Ck RR re ee er ae eee 3.3 
“To which add the fixed charges............ 0. ..seeses 
19.3 


** And the new percentage from Columbus will hereafter 
be 77% per cent of Chicago, in lieu of 70 per cent. as at 
present, 

** Fourth—That the general freight agents of the lines here 
po carry into effect this plan in any manner best calcu- 
ated to secure the above conclusions at the earliest date.” 

The report was adopted by the following vote: 

Ayes,—Central Vermont; New York, Lake Erie & West- 
ern; Pennsylvania Railroad; Atlantic & Great Western; 
Cleveland, Columbus, Cincinnati & Indianapolis; Wabash; 
Baltimore & Ohio; Marietta & Cincinnati; Obio & Missis- 
sippi; Chicago & Alton; Pennsylvania Company; Lake 
Shore & Michigan Southern; Indianapolis & St. Louis; New 
York Central; Grand Trunk; Vandalia Line; Canada South- 
ern; Pittsburgh, Cincinnati & St. Louis; Chicago, Burling- 
ton & Quincy; Indianapolis, Bloomington & Western. 

Mr. Seargeant then addressed the meeting, calling atten- 
tion to the fact that the railroads are at the present time los- 
ing a large amount of money by carrying freight at a rate 
which does not pay working expenses. He thought it a mat- 
ter of justice to the companies here represented, that they 
should endeavor to get higher rates. In conclusion, he would 
move: 

‘That on the 23d inst. the rates from Chicago to New 
York on grain, fourth class, flour and live hogs be advanced 
5 cents per 100 Ibs., and all other points in proportion.” 
which was unanimously adopted. 

Mr. Blanchard desired that the subject, of the maintenance 
of passenger rates be considered at to-morrow’s session, and 
that the sense of this meeting be then taken upon that 
subject. 

On motion, the meeting adjourned until 11 a. m., June 18, 


June 18, 11 a, m, 

The convention assembled pursuant to adjournment. 

Mr. Blanchard addressed the meeting on the subject of 
rates, as embodied in the report of the ‘l'runk Line Commit- 
tee yesterday, and submitted various amendments to the 
recommendations of said report, which were, on motion, 
unanimously adopted. 

The report, as finally amended, has been published on 
pages 41 and 42. (Mr. Blanchard’s report above.] 

Mr. King offered the following resolution : 

** Resolved, That passenger rates from and to Chicago and 
St. Louis, and all other points east thereof, be restored to 
tariff rates, on Monday next, June 16,” which was unani- 
mously adopted by the following vote; 

New York, Lake Erie & Western; Pennsylvania Railroad; 
Atlantic and Great Western; Cleveland, Columbus, Cincin- 
nati & Indianapolis; Wabash: Baltimore & Ohio; Marietta 
& Cincinnati; Ohio & Mississippi; Pennsy.:vania Com ANY § 
Lake Shore & Michigan Southern; Ind anapolis & St. Louis; 
New York Central; Vandalia Line; Canada Southern; Pitts- 
burg, Cincinnati & St. Louis. 

Not present, Chicago & Alton; Grand Trunk; Central 
Vermont, 

On motion of Mr, Cassatt, it was 

* Resolved, That a committee be appointed by the Chair- 
man to suggest a plan for pooling passenger business be- 
tween the trunk lines and their Western connections, and to 
report a plan for that purpose to the next meeting of the 
Joint Executive Committee,” 

The Chairman then appointed the Trunk Line Executive 
Committee as such committee. 

The Chairman stated that the next question to be con- 
sidered was the organization to be made for the purpose of 
carrying out the plan of dividing the cattle traffic. The 
division is to commence on the 9th inst., but no steps have 
been taken to carry it out. 

Mr. Blanchard moved : 

‘That the question of carrying out the live-stock agree- 
ment entered into at Niagara Falls on June 5, be left to a 
committee, to consist of one representative to be named by 
each of the trunk lines, and that they confer with the Chair- 
man, and have the necessary authority to adopt a proper 
plan in all its details, and give instructions to carry out the 
same,” which was adopted. 

And accordinzly Messrs. Vilas, Dutcher and Smith were 

named on the part of the New York, Lake Erie & Western, 
New York Central and Baltimore & Ohio roads, The 
Pennsylvania Railroad will name its representative here- 
alter. 
Mr. Blanchard then spoke of the necessity of settling upon 
a proper mode in which the various questions should be 
brought before the Board of Arbitration, and suggested that 
the roads not represented on this committee, and which 
may have an interest in the competitive traffic, should 
be invited to be represented thereon, and should be usked 
to give their assent to the proposed method of arbitration. 

On motion, it was unanimously 

** Resolved, That all parties desiring to submit any question 
for arbitration, are requested to notify the Chairman of the 
Executive Committee, stating the nature of the case to be 
decided and the time at which they wish the case heard, and 
that the Chairman of the Joint Committee notify the Chair- 
man of the Board of Arbitration and arrange for the time 
of hearing the case.” 

On motion of Mr. Devereux, the following resolutions were 
adopted: 

* Resolved, That the Chairman of this Committee be and 
he is hereby requested to notify the managing or executive 
officers of all western railroads, not already represented in 
the Joint Executive Committee, of the establishment and on 
ganization of said committee, and of the selection of the 
Board of Arbitration, and request all such companies, who 
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desire to become parties to and 
rangement, to a@ ta member to 
** Resolved, robe 4 Trunk Line 

representing the lines, as well as all 
necting railroad companies who may authorize the members 
of this committee to act for them, constitute a Standing Com- 
mittee for the of out the resolutions of the 
Joint Executive Cuesmlites, and to take such other 

may be thought necessary for the maintenance of rates, and 
the enforcing of all agreements made between the compan- 
ies represented on the Joint Executive Committee: and fur- 


r, 

** Resolved, That the Standing Committee may obtain the 
votes in writing or by telegram upon any subject that may 
be necessary to be acted upon ptly voiding thereby as 
much as possible the pho ing r the full 
Joint Executive Committee), and such votes shall be counted, 
and shal! have the same force as if given in full meeting of 
the members of the Joint Executive Committee; a notice of 
the result of the vote to be given by the Chairman to all the 
members of the Committee. 

The convention then adjourned. 


ALBERT FINK, 
Isaac MARKENS, Acting Secretary. 


Chairman, 


New Table of Percentages for Computing Rates on 
East-Bound Freight. 


The Committee of General Freight Agents, inted by 
the Joint Executive Committee to prepare ahd pat in effect 
a revised basis for adjusting East-bound rates, in conformity 
with resolution ators une 13, 1879, convened at the 
Hotel Brunswick, New York, at 8 o'clock p. m., same date, 
and made the following report of their proceedings to Albert 





Stewart General Freight Agent "pen sd rel te 
itewart. ne n mpany ; 
D. 8. Gray, Western : Pommeyivante Railroad 
Freight Lines; G. H. Vaillan' Fre 


it General igh 
Agent, Lake Shore & Mic Southern ; Lucien Hills, 
General Freight Agent, Cleveland, Columbus, Cincinnati & 
Indianapolis ; Wm. H. Perry, General met Agent, Can- 
ada Southern; C. W. Bradley, General Western 
Manager, Wabash Railway ; H.C. Diehl, General Freight 
Agent, Indianapolis, Bloomington & Western ; George G. 
Cochran, General Freight Agent, Atlantic & Great Western ; 
egg H. Smith, General Freight Agent, Baltimore & 
10, 
On motion, Milton H. Smith was appointed Chairman and 
George G. Cochran a owe Secretary. 
Resolved, That the following be adopted : 
TABLE OF PERCENTAGES 


for computing rates from Western competing points to New 
York, revised and issued by authority of the Joint Execu- 
tive Committee of the Eastern and Western railroads, to 
take effect June 28, 1879 : 

Percentage of rate from Chicago to New York, from 





















Anderson, Ind............ . 90 |Litch Pee ehh otibies 113 
Aiton, Ill......+. ccoovesers LIFT |Ldmoolm, Mh... ccc sovcecs 110 
Diwan, Os scnrecs bsndecnadl * 71 (Milford Centre, O......... vit) 
Bellefontaine, O...:... $244 Mount Vernon, O 76 
Battie Creek, Mich........ be Mansfield antans 76 
Burlington, Ia............. 120 Mattoon, | php eeeeak eS 105 
Bloomington, Ili.........- 109 (Madison, Ind...2..).. 2°." 95 
Chicago, Ill........ shedbees 100 I obs Gavdee 73 
Cpeamnas, O.- 0. viccvedéese 77 |Marion, O...............++ 79 
Cincinnati,O —aeseeeeees 87 Mason City, Ill............ 112 
Cambridge, Ind...... bes 88144 Newark, O........ ........ 7 
Crawfordsville, Ind ...... |New Castle, Ind..... ..... 8S 
Charlotte, Mich....... «++» 92 |Naples, Ill......... ....... 19 
STR IIE pas cron 6) sibannte 120 (Ottawa, Mich....,.. ..... O38 
Crestline, O............... 77 (Odin, Iil........... Sh he A: 111 
OUleveland. O...........05. 734 Pekin, Ill............ 22... 111 
Circleville, O.........000%. PIQUB, O22... ce cceeeeeeees 83 
Cambridge. O..........065 72 |Peoria, Wh............c0006 110 
Champaign, Ill....... seeee 103 | Peru, MNS bso ceaceninse 93 
Camp Point, Hl....... ... 123 |Pana,Ill.... ....... . 109 
Detroit, Mich.........+...: 8114/Paris, Ill.......... 100 
Dayton, O2.00--cecserosaes 83 | Plainwell, Mich. . 4 
Decatur, Hl... ....+.s+ssees 108 |Quiney, Ml... 125 
Danville, Il....... PACER 100 k Island, Hl 120 
Davenport, Ia.... ........ 120 ond, ind. a7 
LL Ree 107 | Rushville, Ind . 90 
Evansville, Ind.... ...,... 08 nd . O;, 78 
Effingham, Ill........ .... 106 Springte ,O 81 
Fort Wayne, Ind... .... 88 (Sidney,O ....... B+ 
af ae 80 (Shelbyville, Ind 92 
Greenville, O.... 85 (Springfield, Ill............ 112 
Greencastle, Ind 96 |Seymour, BE sos 545145 9514 
Grand Rapids, Mich 96 (Sandwich, Ill.............. 113 
Galion, O........ 77 =|South Bend, Ind O4 
Hagerstown, Ind.... 88 (St. Louis, Mo,............. 116 
Hannibal, Mo... 123 |Toledo, O,........... ..... 81 
Harvard, Il..... 114 (Terre Haute, Ind.......... 98 
Indianapolis, Ind 93 Tolono, IIl................. 104 
Jackson, Mich..... 8844 Union, Ind................ RSG 
Jeffersonville, Ind. 96 Urbana, O........ Cinewe eed 81 


Jacksonville, Ill. 
Kokomo, Ind.. 
Keokuk, Ia...... 
Kansas City, Mo.. és 
Logansport, Ind....... .. 
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Lafayette, Ind............ 98 in A eee 82 
Lansing, Mich......... -+. 92 Youngstown, O............ 6614 
Louisville, Ky.... .. mse) 96 Serene 74 
Lancaster, O........ss006% 78 | 


? - just geben to Boston, Philadelphia, Baltimore, etc., as 
OLLOWS, V1Z.: 

To Boston, and to points taking Boston ra add fiv 
cents per hundred tothe rates to New York : to Philadelphie 
and pone taking Philadelphia rates, deduct two cents per 
hundred from the rates to New York ; and to Baltimore 
and poate taking Baltimore rates deduct three cents per 
hundred from the rates to New York. 

In congene rates, when the fraction is less than ,4{, of 
one cent, omit it; when more than 4), and less than 
assume it to be one half cent, and when more than jj, 
sume it to be one cent. 

The percentage given is the minimum basis for computing 
rates from the points named, but they may be made upon a 
higher basis from any point by agreement between the 
initial lines in 

Resolved, That the Chairman transmit the foregoing table 
of percen to the Chairman of the Joint Executive Com- 
mittee, with a request that he cause the same to be printed 
and issued at the earliest moment prac e, 

H. Smirx, Chairman. 


q 
Tob» 
as- 


MILTON 
Grorce G. CocHRran, Secretary. 


The New Live-Stock Agreement. 


Memorandum of a; ment by the Trunk Line Executive 
Committee and the roads for the mainte- 
nance of live-stock rates, and an equitable division of live- 
stock, between themselves and conn made at 
Niagara Falls, N. Y., June 5, 1879. 
Present at conference: 

G. R. BLAncHaRD, 








Jno. Kine, JR., 


J. H. Rurrer, J. B. DutrcHeEr, 
Jog Stree H's Maputo 
First,—There shall be ‘Buffalo, D 


a 
Chicago, St. Louis, Indiana; Mts poy 
at each point, to be 


at. Buffalo, Detroit, 
Cincinnati, one agent 
as the joint live-stock agent, 


t | gross rate and actual weight from point o 


the salaries to be fixed by the terminal roads, and be paid by 


them in the proportions in which they receive the stock. 

Second.—Regular rates shall be established upon the basis 
heretofore used from each of those points to each of the sea- 
board cities, from which rates 10 cents per hundred pounds 
shall be allowed to all seaboard cities, five cents to Buffalo, | 
Pittsburgh and Bellaire, five cents from Buffalo, provided, 

Third.—Shippers who are entitled to such reduction shall 
be paid the same after arrival of their stock at its destina- 
tion, provided only that they shall have shipped the stock 
over both the initial, intermediate and termina] roads, which | 
shall, prior to shipment, be specified by the joint live-stock 
agent, at the point of shipment. 

Fourth.—The business is to be divided between the for- | 
warding, intermediate and terminal roads, in proportions to | 
be agreed by the railroads in interest, they agreeing that | 
thereafter no direct or indirect drawback, contract or | 
allowance in weight or otherwise, shall be made by any 
officer or agents, and each ery shall specify one officer | 
who alone shall be reponsible to the opie and con- 
nceting railroads for the maintainance or violation of this 

ment, 

Fifth.— All the companies in interest agree not to pay the 
whole or any part of the proposed drawback, except upon 
georentaston of a certificate of the joint live-stock agent at 
he point of shipment that the stock was shipped according 
to his direction, and a like certificate of the final road that it 
was received via the route so designated, 

Siath.—Any excesses or deficiencies of live-stock arriving | 
at the trunk-line eastern termini shall be equalized by the 
joint live-stock agents at the points named. 

Seventh.—The trunk lines pledge themselves that in the 
event that any connecting line bills or contracts live-stock 
at less than the minimum weights and actual weights when 
in excess of minimums, or at less than the gross rate on the 
Chicago basis, or in other particulars contrary to the letter 
and spirit of this agreement, they will put up the rate to the 
shipment, and 
refuse to refund any part thereof or the agreed drawback, 
and will, in every other manner, seek to prnens the rail- 
roads, parties to this agreement, against others who do not 


Kighth.—The rates and conditions so agreed shall be 
charged and enforced against all ee: of all classes of 
live-stock, regardless of any prior understanding, of what- 
ever duration or character ; and if any contracts are claimed 
by forwarders or others, they will be resisted by all parties 
in interest; and if any damages are finally awarded, the 
amount thereof shall be prorated among the parties to this 
agreement in the proportion of their total shioments under 
this memorandum or any divisions finally agreed to, 

Ninth.—This agreement does not apply to sheep and 
horses, but each party hereto pledges himself to each and all 
the others not to in any manner abate the rate agreed upon 
thereon. 

Tenth.—The trunk-lines have agreed upon the following 
actual division on cattle and hogs : 

To New York via Baltimore & Ohio, the percentage re- 
ceived there by its route for the calendar year 1878, 

Via Pennsylvania Railroad....... 3714 per cent. of the remainder. 

* New York Central 371% percent, “ “ 

* Erie............... . . 26 per cent, of the remainder on cattle. 

But as to hogs. after the Baltimore & Ohio has received 
the same proportion, the residue will be divided equally 
between the other three companies, ; 

Eleventh,—It is understood and agreed, that the said per- 
centages include not only all cattie and hogs from and 
through all Western terminal stations of the respective 
trunk-lines, but all local trattic upon their lines and branches 
to each one of the seaboard cities above specified. 

Twelfth.—The trunk-lines have agreed and recommend 
the Western companies to concur in making the rates on 
dressed beef 60 per cent, in excess of the s0t ive-stock rate, 
without the drawback, as heretofore agreed to, 

Thirteenth.—Actual weights shall be charged from points 
of shipments, but no car load shall be charged at less than 
the following minimums : 


Orses....... wcsatagsitresbeesasstssssvanaessesserses sueeees 19,000 
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SOMO. acca sbecdestvad osbobece coddtcbiatunne 16,000 
DER adindie oo «5. .es.c,., asa. casbowadehe, deme 22,000 


Fourteenth.—In equalizing cattle for hogs, or vice versa, 
between the trunk-lines, 7 cents per 100 pounds shall be 
deducted from their Western termini to all seaboard points 
to represent cost ; the remainder of revenue shall be made 
up by actual shipments sufficient to balance the agreed per- 
centage of net revenue, 

Fifteenth.— Whenever the Chicago pool shall be agreed 
upon, the Chicago rates shall be advanced to 50 cents net 
and 60 cents gross, and upon the Chicago basis from all 
other points simultaneously, provided all parties in interest 
shall first have agreed to the provisions of Section 8. 

Sivteenth.—lt is agreed, that the rates on cattle, beginning 
with Monday, June ¥, shall be 35 cents net and 45 cents 

‘oss, Chicago to New York, with proportionate rates 

Jhicago to Buffalo and Pittsburgh, and fg cents net and 23 
cents gross from Buffalo and Pittsburgh to New York, with 
the usual differences to Baltimore, Philadelphia and Boston, 
and 12!¢ cents per 100 lbs. net upon hogs, Buffalo and 
Pittsburgh to New York, and on the same basis from all 
Western points to all the other seaboard cities ; and if any 
companies decline to observe this rate, the trunk-lines will 
set up their charges to their several proportions of the above 
rate and basis, 

Seventeenth.—The resolution of the Saratoga meeting to | 
charge 10 cents for 100 lbs. more on live hogs than on pro- 
visions, is reaffirmed, and the rate on hogs fixed at 221, 
cents Chicago to New York for the month of May, and 20 
cents from June 1, until the change in the ‘provision rate 
takes effect, with proportionate rates upon the same basis 
from all the Western points to all the other seaboard cities. 
(Rate will be 30 cents from June 9.) 

Kighteenth.—The companies convened at Niagara having 
been unable to agree upon the percentages to which they 
deem themselves severally entitled, the old percentages in-| 
cluding the quantity allowed the Baltimore & Ohio Rail- | 
road, out of Chicago, shall continue until the question is re- | 
ferred to arbitration, 

Nineteenth’'—The decision of the Board of Arbitration | 
upon the division of live-stock from Chicago and other com- | 
petitive points for all initial, intermediate and terminal 
roads, shall date from Monday, June 9, and until such de-| 
cision is rendered, the percentages of division heretofore | 
existing shall temporarily goveru without prejudice to the 
award. 











The Principles Governing Railroad Rates. | 


(By M. de la Gournerie, Inspector General of the French Corns of | 
ridges and Highways. First published in the Bulletin of the | 
Society for the Encouragement of National Industry, of Febru- | 
ary, 1879, and afterwards in the Revue generale des chemins de | 


Ser, of March. | } 
(Translated for the Railroad Gazette.) 


“The science of economics is summarized in the word value, of | 
which it is simply the long definition.” —Bustiat. 





A certain confusion prevails in discussions relative to the 





establishment of railroad rates, because the question is not 
governed by any generally accepted principle. The studies 
whic» I have made have convinced me that, in spite of some 
peculiar’ circumstances, the operation of railroads, like all 
other industries, is subject to the great laws of economics; 
that in it the prices should be regulated according to the 
value of the transportation as determined by the action of 
supply and demand; that when different bases are adopted, 
such as the length of the haul or the amount of the cost, we 
are led into contradictions and impossibilities; that the 
existence of a monopoly modifies the effects of supply and 
demand, but does not suppress them ; finally,that the measures 
by which sometimes the charging of certain kinds of trans- 

rtation according to its value is prevented injures the 
interests which they are intended to protect. 

I propose to examine these different propositions separ- 
ately. 

General Considerations Concerning Value.—The value of 
goods is regulated by an equilibrium between supply and de- 
mand. In general the cnet of production influences only the 
supply, and is only one element of the value. The difference 
between what a product is worth and what it has cost is 
sometimes quite large. Thence result various irregularities 
which strike us strongly when we begin to study the indus- 
trial order of society. 

In consequence of exterior circumstances often difficult to 
foresee, supply and demand may experience variations 
which, by modifying values, introduce the greatest trouble 
into callings. We have seen industries, such as that of 
hand-weavers, destroyed, and numerous families fall into 
misery. 

The question of temporary suffering caused by new ma- 
chines is connected with the much more general problem 
raised by the difference between cost-price and value. 

Nevertheless, an attentive examination shows that the 
law of supply and demand contains a regulative principle 
indispensable to society. It directs workmen towards the 
most useful works, and resources towards the countries 
threatened by want; it pertects the arts by stimulating all 
activities; augments the general wealth and attracts man- 
kind into new paths, It isa universal suffrage, where each 
person is frequently called upon to vote as a producer and as 
aconsumer. The totality of what is offered for sale, the 
totality of demands, determine the impulses, and their re- 
sultant governs the industrial world. 

This law is not of human invention; it is established every- 
where, and we cannot comprehend how society could exist 


without it. Those powers which bave desired to over- 
rule it in matters of any importance have aggra- 
vated the evils which they intended to prevent, and 
have abandoned the attempt. Everything proves 
that we ought to confine ourselves to mitigating 


the :uTerings, (very real they are) which it accidentally 
occasions, but without opposing its effects, at least in indus- 
tries on a large scale. An article of transportation, like 
every article of goods and like every service, has a value de- 
termined by the action of supply and demand: we should 
pay for it not what it costs but what it is worth. Antexception 
to the general law of transactions should be made only for 
powerful motives, 

Without dwelling on this point, I proceed to examine 
some special questions which have occasioned lively discus- 
sions. 

reget yoy A Wool from Algiers to Roubaia.—The 
Northern and the Mediterranean railroad companies carry 
wool from Marseilles 10 Roubaix at the rate of 76.50 francs 
per ton. A few years ago the wool sent from Algiers to the 
same destination was carried to Dunkirk by English vessels 
for 65 francs. The expenses at Dunkirk and the carriage 
thence to Roubaix barely exceeded 11.50 francs, so that, 
under the action of supply and demand, the transportation 
of wool to Roubaix had practically the same value from 
Algiers as from Marseilles. 

The wool shipments from Algiers could not be attracted 
to our railroads and secured for French vessels except by 
asking 76.50 francs for the whole distance. This is what the 
companies agreed to do, They pay 20 francs for the freight 
across the Mediterranean, ant retain the sum of 56.50 
francs, which they consider sufficient to indemnify them for 
the expenses imposed by the transportation from Marseilles 
to Roubaix. We may suppose that they find a slight profit 
in this transaction; a railroad, in its own interest and in that 
of the country, ought not to neglect any traffic of a kind 
that will increase its receipts more than its expenses. 

The inhabitants of Marseilles, believing, no doubt, that the 
cost of transportation determines its value, demand that the 
wool which they ship be charged at the same rate as that 
which comes from Algiers. If the rate of 56.50 francs is 
remunerative, they suy, the companies should not ask more. 

The different units of transportation carried by a com- 
pany are far from giving equal profits. If, because some of 
them leave as net profit only a very small part of the 
receipt, we assume to regulate the tariff so that it shall get 
only the same proportion of the whole gross receipts, it will 
not be able to meet the obligations which it has contracted. 

The certain result of requirements of this kind would be 
to lead the companies to refuse all shipments on which they 
could not make a high profit, and consequently to abandon 
a considerable income while depriving the country of cheap 
transportation for a great quantity of merchandise. 

In all industries, in consequence of irregularities in the 
demand, of variations in the cost of raw materials, and of a 
thousand other circumstances, the different products yield 
unequal profits. This isespecially evident where, in secondary 


| manufactures, a surplusage is utilised—an excess of motive 


power, a piece of useless ground, or workmen temporarily 
unoccupied. A good manufacturer neglects no source of 
revenue, The enterprise should be judged according to the 
total receipts and expenditures. 

The argument of the remunerative price leads to the con- 
clusion that, in any one undertaking, the profits on all the 
products should be reduced to the level of the lowest profits. 
Such a principle would cause great injury to industries and 
would occasion a considerable advance in prices. 

Bearing in mind the facilities for navigation between Al- 
giers and Dunkirk, it would not have been at all surprising 
if the transportation of wool to Roubaix had cost less from 
the first named city than from Marseilles, and then the rail- 


| road companies, supposing them free to act, would have 


been led to ask lower rates, if they could have done so with- 
out loss to themselves. 

Differential Rates—Clause Concerning “Stations not Desig- 
nated.”—We read in a pamphlet pare under the auspi- 
ces of the Administration of Public Works in September, 
1877: 


‘“In the early days of railroad operation, the differential 


| system was pushed so far as to become an abuse: thus it was 


not uncommon to see a given freight pay more for a less dis- 
tance than fur a greater distance on the same line. From 
Paris to Angers, for instance, the charge was higher than 
from Paris to Nantes, and that even in the general tariff. 

‘* These anomalies, so much charged against the railroads, 
were not, however, a new event in the transportation busi- 
ness. Before the establishment of railroads, the carters like- 
wise imposed a higher rate from Paris to Angers (191 miles) 
than from Paris to Nantes (246 miles), and we ses that, over 
this route, the railroad had only followed the old cartage 
irregularities, The boats, on their part, formerly took more 
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from] Chalon-sur-Saone to Villefranche (60 miles) than from 
Chalon to Lyons (81 miles); more from Lyons to Tarascon 
(156 miles) than from Lyons to Arles (185 miles).” 

Freight could be shipped from Paris to Nantes by naviga- 
tion of the Seine and by barges. We understand, therefore, 
that under the action of supply and demand, transportation 
from Paris had less value to Nantes than to Angers. 

The transportation from Chalon to Villefranche was 
effected by flat-boats destined for Lyons, which had to make 
landings and lost time, or by special boats, for which it was 
difficult to get full loads. e causes of the differences 
could not be established with certainty without a minute 
investigation, which does not appear at all useful in the 
question which occupies us. 

The railroads are under the same conditions as the carters 
and the boatmen. Ido not see how it could be possible to 
establish that transportation never has a less value for a 
longer than for a shorter distance, or that each separate 
transportation should not be paid for according to its value. 

The facts noticed in the document which I have cited do 
not appear to me to show either abuses or anomalies. It is 
important, however, to observe that these facts were ac- 
cepted perfectly so long as they were the result of unre- 
stricted competition. 

However that may be, for several years the Administra- 
tion, by the ‘‘ clause concerning stations not designated,” for- 
bids, in shipments in the same direction, a higher rate for a 
less distance. I consider this measure as an expedient cal- 
culated to diminish the frequency of complaints. 

The rule now imposed upon the companies leads them 
perhaps to reduce their rates over certain sections, but it is 
probable that it oftener prevents them from reducing their 
rates when the value of the transportation diminishes. 

A nation can adopt artificial combinations upon its own 
territory, but in its relations with other nations the reality 
of commercial facts appears, and brings to light the vicious- 
ness of the arrangements adopted. The clause ‘‘ concerning 
stations not designated ” has permitted foreign railroads to 
takea part of the traffic between Roubaix and St. Dié, 
cities in the vicinity of the frontier. Our companies cannot 
enter into competition and reduce their profits for this dis- 
tance to the furthest limit, because they would be obliged 
to grant the same advantages to a great number of inter- 
mediate stations, and consequently suffer a considerable 
loss. 

The Administration has been obliged to authorize, for 
transit through the country, special tariffs, not to be taken 
as a basis for claiming the application of the clause ‘ con- 
cerning stations not designated.” It is evident that foreign- 
ers could not be made to pay more than it was worth fo 
transportation. . 

Uniformity of Tariffs.—A good deal is said of uniformity 
of tariffs; of regulating the rates according to the distance 
carried, without taking into account the value of the trans- 
portation. Thus, for example, an average price would be 
fixed for certain agricultural products, which might be six 
centimes per ton per kilometre (1.723 cents per ton per mile.) 
Under these conditions it would be impossible to construct a 
railroad in a country poorly cultivated and difficult of access, 
for the receipts would be insignificant. The inhabitants 
would declare in vain that they had no outlet, and that a 
railroad with a tariff of 15 centimes would be a blessing to 
them. Ina rich country permeated by canals a railroad 
with a six centimes rate could not compete with the boats; 
it would find no market for its transportation; it would not 
be constructed unless the passenger traffic promised to yield 
it sufficient receipts. 

The situation remains the same in case the tariff is regu- 
lated by a svale according to distance. Good results can be 
obtained only by fixing rates closely in conformity to the 
value of the transportation. If they exceed it, the road is of 
little utility to the country, and yields small receipts. If 
they are less than it. a gift is made to the community. Ido 
not pretend that this latter arrangement ought to be re- 
jected absolutely, Lut I believe that it can only be admitted 
in peculiar cases, for special reasons, and that then it is im- 
portant to anticipate all the consequences. 

Except for grave reasons, an arrangement contrary to the 
rules universally admitted in commerce ought not to be 
adopted. No farmer ever had the idea, in order to simplify 
calculations, of offering all bis products for sale at retail at 
one average price; some would be taken away immediately, 
but with loss to him; and he could not get rid of others.* 

Uniformity of tariffs would occasion much graver incon- 
veniences in France than in a smaller country, all parts of 
which should be under nearly the same economical con- 
ditions. 

It is doubtless well to prevent the introduction of too great 
a complication in the tables of rates, but it should be re- 
marked that the companies will hesitate long in reducing 
their rates if every reduction has to apply to a large class of 
transportation, especially in consideration of the difficulties 
which are now put in the way of advancing rates. 

Objection Based on the Uniformity of the Rate on Letters, 
—The success of certain uniformities, and notably of that 
which has been introduced into postal rates, isnot an argu- 
ment of great weight. 

In the country, the distribution of letters appears to be 
effected at a price less than its real value. Itis different in 
cities, but the overcharge, which cannot be much, occasions 
but slight inconvenience. 

If, in the composition of postal rates, regard was had not 
only to the weight and nature of the papers, but moreover 
to the distance carried, the care necessary to verify the 
stamps and charge at each reshipment would introduce a 
very objectionable delay into the operations.+ 
=However, when the results obtained in France are exam- 
ined, it is important to notice that, in consequence of the 
conditions imposed upon the railroads, the Administration 
shows in its budget only a part of the — expenses, 
and that thus the whole burden of the development of the 
service does not rest upon it. 

Tariff Regulated according to Cost.—Some have proposed 
to regulate the tariff in accordance with the cost of the 
transportation, This basis could not be applied to those 
roads whose net earnings cannot cover the interest on the 
capital invested.¢ For others it tends to fix the rates very 
ow. 

The question to which we find ourselves brought back 
offers some analogy, on good lines, with that of tolls on 
highways; but, without entering into a discussion which 
would require long consideration, I should remark that the 
difficulties of collection, wh'ch are great on ordinary high- 
ways, do not exist at all on roads where a charge for trans- 
portation is collected, and then that the abandonment of 

*The comparison seems fairto me. A company which loses a 
certain amount of tra :sportation because it asks as high a price 
for it as for other transportation having a higher value, seems to 
be acting like a farmer who should let rot those of his produc- 
—— which are least in demand rather than sell them at the mar- 

et price, 

ths important to observe, however, that the value of any given 
transportation ona railroad is not known with precision, because 
it results from a maximum, as I shall explain further on, 

+ On this question an article by Bastiat in the Journal des Econ- 
omistes of May, 1846, may be consulted 


$ Prix de revient is the term used by M. dela Gournerie and 
here translated “cost.”’ It meaus cost including interest on the 


investment.—Tranelator. 
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revenues can be considered only when in possession of suf- 
ficient resources, 

Value of the Products in Countries Submitted to a Mono 
oly.—The permanent intervention of the Administration in 
the operation of railroads is sought to be justified by saying 
that the companies, relieved from all competition, fix their 
rates in a manner wholly arbitrary. 

I will first remark that the monopoly is not absolute, for 
the railroads find as competitors, under different circum- 
stances, the comeak vessels, the river and canal boats, the 
stage coaches and the freight wagons, and next, that a privi- 
lege modifies the effects of supply and demand, but does not 
destroy them. A great many moncpolies exist, some by law, 
others de facto,|\ and the different merchandise has none the 
less a value determined without any intervention of author- 
ity. The owner of a patent can doubtless demand an exag- 

erated price for his productions, but when he sees that 

e@ disposes of only a small quantity of them, it 
often happens that he reduces his charges in order 
to increase his profits. If he had fixed upon too low 
a price, the flood of orders would lead him promptly to re- 
pair his fault. The price to which he finds himself con- 
ducted in his own interests is the result of the working of 
supply and demand, and determines the value of the {pro- 
duction for the manufacture of which he has a privilege. 

These considerations are applicable, even in case of com- 
petition, to every industry capable of receiving a consider- 
able development. The constructors of machines may be | 
led to reduce their prices not only by the oe 4 which 
they make to attract the orders that are going, but also by 
the desire to extend the use of certain of their productions. 

Value of a Haw by Railroad—Modifications which it 
undergoes when the Operating Expenses Diminish.—-Dur- 
ing the first years after their charters, the companies were 
almost free to regulate their tariffs within certain limits. 
Spontaneously they made reductions for freight, and offered 
to passengers various advantageous arrangements. It is 

ssible even that in certain cases they knowingly reduced 

he rates below the figures which would have procured them 
the greatest immediate net profits, in order to develop the 
industry of the country which they served: this was sowing 
in order that they might reap. 

At this epoch, wehad not yet invented any of the restric- 
tive measures by which we injure the interests which we 
wish to protect. The companies were able to make experi- 
ments, to take account of the growth which the different 
branches of commerce were capable of making, and to ap- 
preciate with sufficient certainty the effects of supply and 
demand, 

The value of any traosportation depends essentially upon 
the operating expenses: it falls when they diminish. 1 think 
it necessary to demonstrate this proposition, although it 
mar appear to be a self-evident truth. 

he gross receipts are very small when the rates are either 
extremely low or excessive, “The expenses, without being 
in proportion to the tonyage, vary constantly in the same 
direction that it does, and in directions eel a as the rates 
charged; they are large when the rates are low, because 
then the tonnage is large. From this it results that the 
maximum net profit corresponds with a rate higher than 
that which produces the maximum gross receipts, and that 
the difference is as much greater as the operation is more 
costly. When the expenses diminish, the value of the trans- 
portation falls, and the profits of the company increase. § 

The reduction of profits when the expenses, and especially 
when the general expease*, ipcrease, in every locality keeps 
the number of workshops of each kind in proper proportion 
to the extent of the market. It is not so in railroad busi- 
ness. Whatever the fate of the company receiving the char- 
ter, a road once constructed continues to be operated, even 
when its traffic is almost wholly drawn from neighboring 
lines, and when it serves specially only intermediate villages. 
There results from this a notable difference as to the effects 
of competition between railroads and the industries in which 
the action of economical laws crushes pitilessly those enter- 
prises which do not sufficiently respond to an actual want. 

The Amount of the Cost of Construction of a Road has 
no Influence on the Value of the Transportation.—The prob- 
lem in operation is to obtain the largest possible net profit— 
that 1s, to render the difference between the annual receipts 
and the annual expenses as great as possible. Now, neither 
the receipts nor the expenses depend upon the amount of cap- 
ital emp oyed to place the road in the condition in which it 
may be. This capital then exercises no influence upon the 
value of the transportation, and consequently none upon the 
rates. 

It doubtless may happen that a company gets in debt dur- 
ing construction, and that, finding itself unable to make the 
expenditures necessary for the development of stations and 
the increase of rolling stock, it restricts its traffic by main- 
taining high rates. An undertaking cannot be properly con- 
devel by a company involved in debt, whatever be the 
causes which have compromised its financial situation. This 
is not the question which I am examining: the question is, to 
know whether a company, having certain resources and pos- 
sessing a road of a certain technical condition, will be led to 
take account of the amount of the sum which it has ex- 


{In France the cartage and coach business over long routes 
have always been de facto monopolies. 

§ By the aid of a diagram greater clearness can be given to these 
considerations. The curve A M B represents the variations of 
the net profit of a railroad, on the transportation of certain goods 
between two given stations, on the supposition that differeat rates 
are asked successively. The gross receipt S Q corresponds to the 
rate AS. The receipt is nothing when the rate is abolished en- 
tirely, and also when it is of an amount, A B, 80 great that ship- 
pers give up sending by rail the goods in question, The curve 
C N B indicates the expense attaching to the merchandise at the 
different rates. As I have said, this expense is large when the 
rate is low; it becomes nothing at the rate A B which prevents 
any shipments. 
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The abscissas A P and A S correspond, the first to the maximum | 
receipt P M,the second tothe maximum net profit RQ. This | 
latter, always larger than the other, determines the value A S of | 
the transportation per ton. 

If by more skillful operation, or by improving the technical 
conditions under which the road is constructed, we succeed in re- 
ducing the expenses, the curve C B will become C’ B, and it will 
become the company’s interest to ask the rate A S’, which, in the 
new state of things, fives the net profit its maximum amount, 
Rk’ YY. The community profits by the reduction, SS’, of rates; 
the company secures the increase of net receipts R’ -R Q. 
The expenses will not exceed the gross receipts unless the rate is 
less than A 7”, | 

For different kinds of freight and different sections of the road, | 
the curves will present special features; here we need only attend | 
to their general form. 
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pended, in fixing its rates. If this were true, then in certain 
cases it would be necessary that it should voluntarily reduce 
its profits. That is not the way things neppen: a company 
always seeks to obtain the greatest possible profit, and the 
shareholders receive a higher or lower rate of interest ac- 
cording to the amount of the capital invested. 

Concerning Blockades of Traffic.—In most industries, pro- 
duction and consumption present irregularitics which, modi- 
fying the relations of supply and demand, introduce varia- 
tions in the value of the goods. 

When an exceptional circumstance attracts a great crowd 
of strangers into a city, rents rise, and consequently on the 
one hand the inn-keepers are led to make expenditures for 
the purpose of appropriating new apartments to let out; on 
the other, many persons reduce the time of their stay. The 
resul. of these two effects is that all who arrive find a place, 
while, if the authorities had decreed that rates should be 
fixed, many travelers could have found no shelter. 

Difliculties of the same kind often occur in the transporta- 
tion business, and it has generally solved them in the same 
manner. When the demand becomes greater, the wagoners, 
the boatmen and the coasters increase their rates.4 

In England and in the United States the railroads raise their 
tariffs; the goods which are in the least haste then wait until 
the prices are reduced to the ordinary rates. The solution of 
the hlockade problem consists in the variation of rates, the 
consequence of which is the establishment of store-houses 
wherever exceptional rushes of freight may occur, for ves- 
sels and cars ought never to take their place. 

On this question M. Nouette-Delorme has written: 

‘*Is there a single factory or commercial house in exist- 
ence which arranges its expenses in accordance with the ex- 
ceptional needs of a few days inthe year? It is just the 
same with monopolies. There is no uprising against the post- 
office administration because on New Year’s Day the dis- 
tribution of letters suffers delays for a week. No one is as- 
tonished because the omnibus company refuses many ple 
on holidays; we do not require it to regulate its stock by the 
Sunday travel, which would cause three-fourths of it to be 
useless the rest of the time, and consequently lead it to in- 
crease its rates. If the tobacco administration* is out of 
such or such a brand of cigars, it asks you to wait or to 
smoke some other kind. In a word, all trades which are 
free, wey like all monopolies, are organized so as to suffice 
only for the largest ordinary requirements, without pretend- 
ing to be equal to exceptional cases, even when anticipated 
and regular.” 

The question, as I have shown, does not concern competi- 
tion and monopoly, but fixed rates and flexible rates. v- 
ery carriages, which are not a monopoly, are lacking on 
certain days because it is not permitted to raise the prices 
for them. It seems to me that in this latter case the advan- 
tages of an exception to the rule of supply and demand 
exceed its inconveniences. I have already conceded, in 
connection with the rate of postage, that it may be useful to 
admit modifications in the application of principles. 

The establishment of fixed tariffs for railroads, in spite of 
the variations of the value of transportation, permits block- 
ades sometimes to reach somewhat serious proportions. The 
great extent of our systems, which permits a company 
promptly to concentrate material upon one part of the 
region which it serves, does not sufficiently reduce the evil. 

Summary.—I close, knowing very well that I have not 
solved all the difficulties that are every day met, but believ- 
ing that my deductions may throw some light upon the ques- 
tion. I have sought to combat this widely-spread opinion, 
that in the commercial operation of railroads everything 
is artificial; that instead of observing, we must invent ; that 
instead of habitually leaving the different interests to re-act 
upon each other through supply and demand, it is necessary 
to be regulating continually. If we were certain that the 
men who manage railroad businvss would always have a per- 
fect understanding of these questions, my conclusion would 
be to leave the matter to them entirely; but the companies 
enjoy too great power for us to resign ourselves to endure 
tranquilly the consequences of their errors, I think, then, 
that the state should preserve its powers; watch attentively, 
but prescribe little. 


New York Legislative Investigation of Railroad 
Practices. 





A committee appointed by the lower House at the last ses- 
sion of the New York Legislature began on Thursday of last 
week (June 12) an investigation of charges of discrimina- 
tions, holding sessions in New York city. This committee 
consists of A. P. Hepburn, of St. Lawrence County, Chair 
man; and of James W. Husted, of Rockland County; Henry 
L. Duguid, of Onandaga; Thomas F. Graay, of New York; 
Wm. L Noyes, of Cayuga; James W. Wadsworth. of Liv- 
in m; Geo. L. Terry, of Washington; Charles 8. Baker, 
of Monroe, and — Low, of Niagara. All the members were 
yresent at the opening of the investigation except Mr. Low. 

r. Simon Sterne appeared for the New York Chamber of 
Commerce, and the Board of Trade and Transportation, 
which had requested the investigation; Hon. Chauncey M. 
Depew appeared as counsel for the New York Central & 
Hudson River Company, and Jaige W, D. Shipman for the 
New York, Lake Erie & Western. 

At the outset, Mr. Hepburn asked Mr. Sterne to produce 
his witnesses. Mr. Sterne said that subpoenas had been 
served on the following railroad officials: J. H. Rutter, Gen- 
eral Traffic Manager, and Samuel H. Goodman, General 
Freight Manager to local points, of the New York Central ; 
Albert Fink, Commissioner of Trunk Lines; E. H. Walker, 
Statistician of the Produce Exchange; President Jewett, 
Auditor Little, R. C. Vilas, of the Erie: and E. T. Low 
William J. McAlpine, the engineer, and Messrs. Roberts and 
Balch, railroad experts. 

Mr. Sterne then began his opening speech, He said that 
when the railroads were first built, the state had no experi- 
ence in matters of transportation beyond what it had gained 
in managing the canals, The State had built 
the canals; it did not follow that plan with the 
railroads. Instead, it allowed private individuals to build 
them, and even subsidized them to the extent of $8,000,000, 
receiving in turn only %700,000. Corporations other 
than the companies owning the lines were to be 
permitted to run cars over railroads on payment 
of certain tolls for motive power. All the early 
acts of the Legislature regarding the railroads contained care- 
fully prepared schedules both of freight and passenger 
charges down to the minutest details. In 1845 there were 
721 miles of railroad in the state; in 1876 there were 5,550. 

The gross receipts of the state railroads in 1845 were about 
$2,000,000; in 1875 they were about $70,000,000. The 
state had ceased to control the railroads: the stockholders 
had also practically ceased to control them. Consolidation 
seemed to be the law of railroad being in England and 
America, Freight contracts had culminated in a pooling of 
earnings, “ making for the great trunk lines on west-bound 
freight, and now on east-bound freight, a common purse; 


“ In 1847 freight on the Rhone rose 
rate .—Nouette-Delorme. 

** In France the government monopolizes the sale of tobacco.— 
Translator. 


to ten times the ordinary 
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and thus bringing about practically a consolidation in fact, 


although not in form,” 

Competition, even in form, Mr. Sterne said, was abandoned 
between the great railway corporations of the epeetey.. The 
evils of the system were peporees in New York. city 
was not increasing in population as fast as the other Northern 
seaports, and the percen of its receipts of grain for ex- 
port was not so great in 1878 as in 1870; while both Balti- 
more and Philadelphia had increased their percentage since 
1870. 

Mr. Sterne said: 

“Now, gentlemen, first and foremost, we charge and shall 
prove to you that our railway companies have shamelessly 
evaded the provisions as to 10 per cent. dividends in the 
watering of their stock and in the issuing of their bonds, so 
that the declaration of dividends gives us now no clue as to 
what is actually earned upon actual cost of the roads. In- 
deed, they have capi the future og 4 of the com- 
munity, capitalized the supposed value of their franchises, 
capitalized the non-interference of the ture and the 
neglect of duty on the part of the state, so as to make it al- 
most impossible to tell what the cost of railway enterprises 
has been, and how much from time to time of the amount 
which has gone upon the books into the construction account 
of these various organizations, has actually been invested in 


the road. 

“ We shall show that the reports of the State Railway En- 
gineer and Surveyo , required to be made by law, are utterly 
inadequate for any purpose,and so meagre in details as to be 
quite unreliable, and the absence of balance-sheets makes 
them substantially untruthful. We shall show that the 
system of accounts the railways maintain is delusive in the 
extreme, and is a system by which both the public and the 
stockholders are grossly and egregiously misled, 

“We shall show that these common carriers deal with 
localities in this state and individuals in the same _ localities 
unequally, making by special contracts and special rates un- 
equal distinctions, preferring oue man to another, in a par 
ticular town, one locality to another, and all this quite inde- 
pendent of the commercial considerations of wholesale and 
retail, and independent of the consideration of mileage, in- 
dependent of the consideration of volume of trattic or facil. 
ity of handling at terminus. We shall show that gross ine- 
qualities arise from this condition of affairs, and that indi- 
viduals end communities are put at the mercy of these great 
corporations, who have itin their power to make one man 
rich and keep others poor, and that they do exercise that 
power in an arbitrary manner without rule, without consist- 
ency, and seemingly without reason, from which flows bank- 
ruptcy to individuals and ap pon and distress to some of 
the most important centers of trade in our state, We shall 
show that, as a whole, the interior of this state is discrimin- 
ated against in favor ot citizens of far Western States at 
most distant points, and that such discrimination results in 
the decay, if not destruction, of our agricultural interests. 

‘We shall show that many of these rates are made on 
contracts by which the shipper agrees not to use the canal, 
thus making a discrimination by special contract against 
the very property of the state, for the protection of which 
in all the earlier railway charters the provision was inserted 
that these self-same corporations shall not carry freight 
which might be carried upon the canal, or if they do so 
carry, that they shall pay a toll to the state equivalent to 
what the canal would have earned by such carriage.” 

The investigation Thursday, Friday and most of Saturda 
was confined to an examination of Mr. Samuel H. Good- 
man, Assistant General ne ng Agent of the New York 
Central & Hudson River road, in charge of local freight 
business. He was examined chiefly by Mr. Sterne. he 
examination developed the fact that there are a vast num- 
ber and a preat variety of special rates on the road. All 
stations between Albany and Buffalo have manuscript rates, 
Most shippers who send large quantities have special rates, 
which they get on application. Tariffs are frequently 
changed ; and on some freights, as on flour, they are 
changed usually whenever the through rates are changed. 
Special rates in many cases do not vary with the distance 
and sometimes are not much more than half of the regular 
rates. 

When demand was made for the books containing the 
records of the special contracts, the counsel of the road ob- 
jected to producing them, He said that the company was will- 
ing to produce copies of all the contracts, but with the names 
of the persons with whom they were made left out ; to give 
them, he said, would be to disclose their business secrets. 
The committee fimally decided that the books must be pro- 
duced, which was done on Saturday. 

Before their production Mr Goodman said that a manu- 
facturer at Utica who shipped 100 car-loads of cotton cloth 
had a special rate at 20 cents per 100 lbs. ; one who shipped 
one car-load was charged 25 cents, also by aspecial rate; the 
schedule rate was 85 to 40 cents. Mr. & man said that 
the contracts were sometimes made in letters, and these were 
scattered over 75 to 100 letter-books each year; and more 
than half were made verbally, and did not appear at all in 
the letter-books, but entries of them were made when they 
were accepted. He said that if a man got a special contract 
to ship 500 car-loads over the line at a low rate the company 
bound him to secreey; though it might not require secrecy 
of a man who had a contract for 20 car-loads at a little 
higher rate. Ifa shipper, after having obtained a special 
rate on condition of shipping all his freight by rail, should be 
discovered shipping by canal, his ial contract would be 
annulled, and he would be compelled to pay schedule rates. 
No one was permitted to ship freight for other peo- 
le on his special contract. There were some jobbers 
n New York who had special contracts for  ship- 
ments to local points. Any jobber could have had the 
same special rates if he had a for them with. 
in the pas four months, provi he had agreed to 
ship the bulk of his goods by the New York Central road. 
Some manufacturers on the line of the road could not live 
without special rates. Mr. Goodman thought that the 
special rate 10 cents per 100 lbs. to Syracuse paid the road. 

e thought that probably 50 per cent. of the local traftic 
from New York was done at special rates, and about 40 
per cent. of it to incorporated cities. About three fifths of 
all carried to Syracuse at special rates went to three con- 
signees there, 

in giving special rates, the company considered what the 
company was likely to receive for the carriage of the goods 
when reshipped ‘by the consignees, who are wholesale mer- 
chants. Under the special contracts all classess of freight 
were taken at one special rate. 

On examining the books a contract was found for shipping 
to nearly all points on the road at 15, 17 and 20 cents per 
100 Ibs. ; one for shipping all classes to Rome at 11 cents, 
the schedule rates being 24, 28 and 35 cents for the first, 
second and third class, respectively; a rate to Syracuse at 
20 cents, the first-class schedule rate being 37; a rate 
from Stuyvesant to Chicago (contract held by the 

reat Chicago dry-goods firm) at 75 cents per 100 
bs.. which is the same as the rate from New 
York on first-class freight; a rate of $1.874¢ per ton 
for steel rails from Syracuse to Detroit; a rate of $35 per car- 
load from Tonawanda to Boston (171, cents per 100 lbs.); 10 
cents per 100 lbs. from ‘troy to Cleveland, Detroit, Milwaukee 
and Chicago, made to the Western Transportation Company 
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(propeller line connecting with the New York Central); | Standard Oil/Company, the leases of the company’s eleva- 
| tors to H. McK. Twombly, and copies of the agreements 


wrapping paper from Rome to Boston at 1714 cents; house- 

hold goods of an emigrant from Oneida to Kansas City at | with the American Express Company and the several fast- 
$1 per 100 Ibs.; a rate toa New York wholesale grocery | freighttines. He had found that the company did lease the 
firm to points between Rockport and Albion, to which the | stock-yards to the stock-yards’ company. 

regular rates average about 28 cents, at 17 cents; no other 
wholesale grocer bad such a contract, but some of the parties 
to whom other grocers ship have such contracts. 

Mr. James H. Rutter, General Traffic Manager, was ex- 
amined for a while Saturday and most of the session Mon- 
day. He said he was familiar with the general system of 
special rates of the road, and approved of them: there were 
no specia] contracts on west-bound freight from New York 
city to points beyond the state; they had ceased since the 
trunk-line pool had been in operation. 

On Monday Mr. Rutter produced copies of the fast-freight| [. Garey, C. E. Garey, Daniel M. Brady, W. B. White 
line contracts and of the west-bound through tariff since De-| D, Hoit, New York Central & Hudson River: D. C. Rich. 
cember, 1877. Herecalled one special rate contract on west- | ardson, Boston & Maine; Robert Miller, Michigan Central; 
bound through freight, made with the Hudson Bay Company | John T. Nalls, Washington City, Virginia Midland & Great 
to get freight that otherwise would have gone by way of | Southern; James Kenney, Allen Cooke, Chicago & Eastern 
Montreal. It has been in force a long time. He did not feel | Illinois; 8. A. Davis, Nashua & Lowell; Henry Childs, 
able to say what the cost of carrying freight is, He ex-| Great Western; S. J. Hayes, W. B. Snow, [linois Central; 
plained the arrangements made with the fast-freight lines. | J, McKenzie, Kansas Pacific; W. D. Rowley, Kansas City 
All but the Merchants’ Dispatch running over his road were | St, Joseph & Council Bluffs; D. B. Peabody, Dlinois Mia- 
codperative lines and not stock companies, There was not | land; J. Wood, Chicago & Alton; G. W. Demarest 
now any cutting of rates on east-bound freight; previous to | Northern Central; H. Campbell, H. Gray, Chicago & North- 
the recent agreement of the railroads to maintain ratesa con-| western: 8. V. Smith, J. H. F. Wiers, Atlantic & Great 
tract had been made to carry 500 car-loads from Chicago to | Western; H. Steinbrenner, Cleveland & Pittsburgh: R. M. 
New York for David Dows & Co., at 124¢ cents per 100 Ibs., Hemphill, Toledo, Peoria & Warsaw; James McGee, Houston 
and he believed that it was not all carried yet. In making | & Texas Central; J. T. Leighton, New Huven Car Co.; A. J. 
such a contract the shipper took the risk of the rates falling | Allen, Indiana, Bloomington & Western; W. H. H. Alli- 


MASTER CAR-BUILDERS’ ASSOCIATION. 


Thirteenth Annual Convention. 


The thirteenth annual convention assembled in the Grand 
Pacific Hotel, Chicago, June 10, and was called to order by 
President Garey. 

On calling the roll the following members answered to 
their names: 





and the company of its rising. The contract was made for a sou, Cincinnati, Hamilton & Dayton; H, D. Lyons, 
given quantity and not for a certsin time; asarule it was| Marquette, Houghton & Ontonagon; H. H. Kohler, 
expected that the freight would be ready as fast as the com-| Wabash; M. N. Forney, Railroad Gazette; D. A. Hop- 
pany could move it. It might not be a special rate, being| kins, New Jersey & New York; Frank J. Hecker, 


the market rate when the contract was made, and all being 
ready for shipment then, though the company might not 
have carried it all until after the rate had advanced. He 
did not think 12'¢ cents was a paying rate, but they thought 
it better to get 124¢ cents at times than to have the cars 
lying idle. 

Books containing records of rebates being called for, Mr. 
Rutter went to the office for them. Meanwhile Mr. Harvey 
Farrington, a New York wholesale grocer, testified that his 
sales to customers in the interior of the state had fallen off, 
and that one reason was that wholesalers in the interior had 
got the business through special rates. 

The book keeper of B. 7 Babbitt & Co., soap manufac- 
turers, testified that while the New York Central carried 
from New York to Syracuse for Crouse & Co., of the latter 
pine, at 8 cents, it refused to carry for his firm to Syracuse 

or less than 12 cents. Robert F. Austin, another New York 
wholesale grocer, testified that there had been a large loss of 
trade to interior wholesalers; he had tried to get a special 
rate of the New York Central, but did not succeed. 

On Mr. Rutter’s return he disclaimed any special knowl- 
edge of rebates to parties mentioned, when there were any, 
they were mentioned on the books he was to bring. He ex- 
vlateed how special rates and rebates are made during rail- 
road wars, explained the difference between cut and spe- 
cial rates, and gave some information concerning the west- 
bound pool. 

The books were produced Tuesday. On examination Mr. 
Rutter was unable to say what proportion of the traffic of 
the road was local and what through. 

Mr, Sterne then asked if information could be given on 
the following four points: The Amount of railroad business 
originating within the state and ending within its borders ; | 
the amount of business originating within the state and end- 
ing outside of it; the business originating outside of the state 
and ending within it; the business originating outside and 
passing through the state. Mr, Rutter said that the rail- 
road could not give this information. Mr. Depew said that 
the company had 700 clerks, but they could not analyze the 
accounts in respect to these matters. 

The counsel for the road then produced the records of 
special contracts, but protested against making their con- 
tents public, saying that the information would be of great 
value to rival roads: his company would give half a million 
for such information about the Pennsylvania. Only mem- 
bers of the committee should be permitted to examine 
them. 

Mr. Rutter gave some account of the course of through 
ratesand of the contract with the Merchants’ Dispatch. 
The latter was paid 2 per cent. of the receipts on freight 
which it solicits and collects. It pays 10 per cent. dividends, 
He 1s not a stockholder. The stock-yards in New York were 
not owned by the railroad company, but by another corpo- 
ration, which leased the ground, he thought, of the railroad 
company. The railroad receives the freight on live-stock, 
and the stock-yards company a separate charge for the use 
of the yards, Entries in the books showing payments by the 
railroad.company to the stock-yard company were accounted 
for by the fact that during a railroad war over live-stock 
the road had sometimes agreed to pay the yard charges in 
order to secure the shipments. The elevator in New York 
was owned by the railroad company and leased to Mr. 
Twombly, Mr. Wm. H, Vanderbilt’s son-in-law. They had 
a contract with the Standard Oil Company for carrying pe- 
troleum. 

Mr. R. C. Vilas, General Freight Agent of the New York, 
Lake Erie & Western, was then called and produced some 
books and schedules of rates. He described the method of 
division of through freight under the west-bound pool. 
The making of schedule rates was much less than it had 
been, but they were making special rates on local traffic all 
the time. He did not know the proportion carried at special 
rates; the contracts for special rates from New York city to 
local points were very few. There was one toa hardware 
firm in Binghamton for carrying all classes at 16 cents per 
100 Ibs. The regular rates to Binghamton were 20 cents 
for fourth-class and 40 for first-class freight. Nine-tenths 
of this firm’s goods were fourth-class, 

Wednesday the examination of Mr. Vilas was continued. 
He said that on his road nearly all the through freight was 
carried by the fast-freight lines. Shippers at special rates | 
were paid drawbacks in order to keep the special rate secret. 
The eompeny abandoned special rates on local traffic in Feb- | 

bere 


Eel River; John Kirby, Lake Shore & Michigan Southern: 
J. Marsh, Fitchburg; B. K. Verbryck, Chicago, Rock Island 
& Pacific; C. A. Smith, Union Tank Line; John Ortton, 
Canada Southern; T. D, Agams, Boston & Albany; M. P. 
Ford, Pittsburgh, Cincinnati & St. Louis; George C. 
Watrous, Detroit, Lansing & Northern; J. C. Fischer, Chi- 
cago, St. Paul & Minneapolis. 

The following new members then signed the roll and were 
admitted: T. G. Gorman, Hannibal & St. Joseph; L. 8. 
Young, Cleveland, Columbus, Cincinnati & Indianapolis; 
John Sweeny, New Haven & Northampton; John House, 
New York Central & Hudson River; J. G. Hubbard, Bur- 
lington & Southwestern; John Hodge, Missouri Pacific; C, E, 
Gore, La Fayette, Bloomington & Muncie; R. C. Blackall, 
Delaware & Hudson Canal Co.; J. G. Booth, Mobile & Ohio; 
John M. Ayer, Ayer Refrigerator Car Co. ; Thomas G, Dunn, 
Chicago & Lake Huron; A. J. Sanborn, Indianapolis & St. 
Louis; T. M. Alexander, Texas & Pacific; J.S. Lentz, Lehigh 
Valley; H. L. Cooper, Indiana, Bloomington & Western. 

Mayor Carter F. Harrison then made an address welcom- 
ing the delegates to Chicago. 

President Garey then delivered his annual address as fol- 
lows: 

PRESIDENT’S ADDRESS. 

‘*GENTLEMEN OF THE CONVENTION:—I am permitted once 
more to welcome you at ourannual gathering. The necessity 
for frequent consultation, and a mutual interchange of in- 
formation gained by the varied practice on our respective 
roads, grows more apparent as the years roll by. The com- 
mittee on subjects, at our last meeting, prepared sufficient 
material for your consideration during vhis meeting, but sev- 
eral new ideas have been presented since. The officers of 
several roads, during the past year, have permitted the ordi- 
nary ten-ton car to be loaded with twelve tons. Some of the 
results of this increase of load per car are hot journals, bent 
and broken axles, with their consequent expense of repairs. 
The matter of uniformity in car axles and journal bearings 
has occupied the attention of master car-builders more, per- 
haps, during the past year than ever before, and the action of 
the Master Mechanics’ Association in recommending the use 
of astandard axle proposed by this Association six years 
ago, will, it is thought, do much to push forward its more 
general introduction, if in reconsidering the matter this year 
you should reaffirm the conclusions you adopted in 1873. It 
is of the utmost importance that the subject should be fully 
discussed, and that all should have abundant opportunity of 
expressing their views. 1 would suggest that you instruct 
the committee which now has this subject under considera- 
tion to confer with the similar committee of the Master 
Mechanics’ Association, to prepare a standard drawing and 
engraving of the axle, and a journal bearing to correspond, 
and that such engraving be published in the next annual 
report. At present there is some doubt about the minor di- 
mensions of the axle, and some of these are in as. It is 
important, therefore, that some established standard should 
be fixed, from which there can be no appeal, so that railroad 
companies and officeis disposed to adopt the standard axle 
need not be in any doubt concerning its dimensions, With- 
out intendmg to anticipate your action in this matter, I 
would also venture to suggest that you instruct either the 
present committee on axles, or a special committee to be 
appointed for the purpose, to prepare a communication to be 
addressed to the superintendents and managers of railroads. 
setting forth the reasons for the adoption of your standarc 
in al] new cars to be built or reconstructed hereafter. 

‘*T would call attention to the advantage of small, light 
cars to be used in local freight traffic. Freights to be moved 
short distances are usually presented in small lots, which 
must be moved at once, and the ordinary ten-ton car is usu 
ally sent out with an average load of three tons to the car, 
which could be handled in smaller cars with much economy. 
I would recommend that foreign cars found with leaky roofs 
be reported to their owners, and also to the general freight 
agents of the lines in which they are employed 

“The rules governing the condition of and repairs to 
freight cars for the interchange traffic will come before you 
for revision, and it is important that all master car builders 
should be thoroughly acquainted with the intent of each and 
every one of these rules; each rule should be carefully con- 
sidered, and so worded that its intent could not be misunder- 
stood, and I trust each delegate is prepared to present his 
views of what should be embodied in a perfect set of such 





ruary, 187 t has an understanding with the New | rules. 3 } 

York’ Central to maintain certain rates from points} ‘‘ Your committee on screw threads will doubtless report 
where the two roads compete, among which are Roch. | to you such action as to them seems desirable to take in 
ester, Batavia, Attica, Leroy and Rush. He did not | the matter. 


think the rates were higher to competitive than to non-| “‘ With reference to screw threads it may be said that one 
competitive points. They had a special arrangement with | Very great evil at present is the use of odd sizes of screws, 
the Standard Oil Company; any one else shipping as much | that is of sizes 1-64 or 1-32 larger than the fractions of an 
could get the same rate. he described the late Wivision of | inch ordinarily in use. A standard system of screw threads 
the live-stock business by eveners. This system was broken | is impossible so long as this practice prevails. The reason 
up last April or May, and the rate went down from $120 to | assigned for itis that, merchant bar iron usually overruns its 
$40 a car-load from Chicago to New York. They made | nominal diameter, and therefore either the dies for making 
special rates to manufacturers and jobbers along the road, | Screws must be larger or the extra thickness of the iron 
but not to jobbers in New York. Each case was judged | must be cut off. ap y - ; 

on its own merits. He did not think the interest of his road| .“‘That manufacturers of iron will continue to make it 
to be the only interest he was bound to regard in fixing | Over size just so long as master car-builders will be satisfied 
rates. In making a special rate for one merchant at a} with it seems poosetae but a very little inspection of iron 
place, he tried not to discriminate against any other mer- when receivec would soon reme.ly this evil. _A suitable res- 
chant, | olution recommending that none but ‘even’ sizes be used 





Mr. Rutter, being recalled, produced the originals of two | for screw threads would probably be of service in remedy- 
contracts between the New York Central Company and the 


ing the evil and establishing a more uniform practice. 
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“There is one subject, however, deserving of especial at- 
tention. Your committee on subjects undoubtedly regarded | 
it so when they directed the persons who. were to have charge | 
of it to investigate the causes of accidents to train-men, and | 
report what means can be provided to better protect train 
and yard-men from injury while in the performance of their 
duties. By a special resolution the Yard-Masters’ Associa- 
tion was invited to communicate with this committee. 
Whether they have acted upon this invitation, Iam at pres- 
ent unable to say. 

‘Be that as it may, it will not alter the fact that car 
builders are eapeeai to some extent for the dangers and 
the consequent accidents which are due to the faulty run- 
ning construction of cars. 

‘Tt is true beyond a doubt, that some of the dangers to 
which train-men are exposed are preventable by improved 
methods of construction, and although many of the accidents 
to train-men are caused by their own carelessness, yet it is 
equally true that many could be prevented by providing 
better facilities for passing over the car, and more safe- 
guards for coupling Pg together. 

‘‘Gentlemen, thanking you for your kind attention, and 
rejoicing to meet every one of you, Lnow invite you toenter 
upon the business of the convention.” 

The next business in order was the report of the Committee 
on Train Brakes for Freight Cars, which was read and ac- 
cepted. 

ts extended discussion followed, which was closed by the 
adoption of the following : 

Resolved, That a committee of three be appointed for the 
coming year upon the subject of freight-train brakes, which 
committee shall, if practicable, take steps toward the 
thorough practical test of such brakes as shall seem to the 
committee worthy of such experiments, the committee to 
confer and, if desirable, to cOoperate, with the officers of the 
Western Railroad Association. 

Op motion, the committee of the past year, in charge of 
the subject, with the President, were appointed as such com- 
mittee. 

The President then appointed the following committees: 
On correspondence and resoluticns—J. D. McIlvaine, U. H. 
Kohler, J. T. Leighton, On annual dues—S. A. Davis, W. 
B. Snow. ‘To nominate officers for the ensuing year—R. C. 
Blackall, John Kirby, G. W. Demarest. To present subjects 
for the next meeting—M. P. Ford, John Kirby, W. R. 
Davenport, M. N. Forney. John Ortton. 

The following question was then submitted; ‘Should 
chipped-tread wheels be classed as wheels broken under fair 
usage ?” 

Mr. Kirby and Mr. Ortton thought that the chipping was 
not due to unusual usage. Companies were frequently held 
to pay for wheels which were not chipped on their lines. 

Mr. Nalls thought that chipping was due to bad metal, and 
the owner of the wheel should pay for it. There seemed to 
be general agreement on this point, except on the part of 
Mr. Leander Garey and Mr. Hopkins. These gentlemen con- 
sidered that such injuries resulted from bad frogs, and that 
the roads which allowed their tracks to be in such condition 
should pay for the wheel. Mr. Garey thought 99 out of 100 
such cases of chipping were due to defective track. He had 
had experience in this—had found such places in the track 
when the roadmaster claimed that the track was all right. 

Mr. Kirby thought this matter should be subject to the 
rules governing the interchange of cars. Mr. C. E. Garey 
inquired whether the majority of wheels chipped were broad 
tread or narrow tread wheels, 

Mr. Verbryck thought the Pennsylvania system of being 
responsible for all rolling stock while itis on their road, was 
the best. Mr, Kirby thought that would lead to too id 
inspection and too much rejection of cars, and interfere too 
much with the continuity of shipments. 

The question was finally laid over until the next day, to 
be discussed in connection with the revised rules for inter- 
change of cars, 

Che following question was then read: ‘Should locks for 
freight cars be considered a part of the car for which the 
company receiving it should be held responsible, when such 
car is used for interchange traflic,” 

Mr. Ortton preferred the use of simple seals for freight 
cars. Mr. Adams thought the use of locks was entirely out 
of date. He considered it utterly impossible to run a car 
across the continent and have the lock come back sound. 
Sufficient keys cannot be provided, and locks have continu- 
ally to be broken. Mr. Leander Garey had received bills 
for locks belonging to other companies, which were broken 
on his road. He wanted this question settled in the rules, 

Mr. Adams said that a seal would keep honest persons out 
of cars; but no device could keep out persons desiring to 
steal. 

The meeting then adjourned until Wednesday morning. 

After adjournment the members generally accepted an in- 
vitation to inspect several new cars built by the Pullman 
Palace Car Co. There were four of these cars, and after the 
inspection a ride was taken in them out to Clark Station and 
back. Much interest was taken in the workmanship of the 
cars, and in the trucks, which are mounted on 42-in paper 
wheels. 

The train consisted of four Pullman cars, one the private 
car of Mr. Pullman, another the hotel car St. Nicholas, and 
two new standard sleeping cars, the Keystone and the Empire. 

These cars were all equipped with the Pullman Company’s 
standard six-wheeled truck with 42 in. paper wheels. The 
distance from centre to centre of outside axles is 10 ft. 6 in. ; 
the axle journals are 8x8 in. with Bissell’s stop wedge or 
key and Hopkins’ lead lined bearings, 

The private car is 60 ft. long, measured over the body, and 
10 ft. wide. It has a large central saloon with smoking- 
room, kitchen, dressing-rooms and sleeping-berths for twelve 
passengers at the ends. The inside of the car is finished in 
oak with burl ash panels, excepting the smoking-room, 
which is finished in mahogony. The ceilings are paneled 
and ornamented with paintings on matted gold ground. The 
decoration is of most exquisite designs, and the effect ve 
pleasing. The sides have large plate-glass windows wit! 
smaller twin windows between them, All the metal fur- 
nishings on the inside of the car are gold-plated. The car is 
lighted at night by two four-light chandeliers in the main sa- 
loon. The furniture, which consists of a centre table, 
chairs, parlor-organ and writing desk, is al] made 
of oak inlaid with white holly aud rosewood and 
covered with morocco. The organ and desk are made 
so that when they are closed they have the same external 
appearance. The window curtains are made of silk plush of 
beautiful design and lined with silk of the same color and 
trimmed with fringe. The floor is covered with Wilton rugs, 
the floor around the border of the rugs being covered with 
mahogany. The car is made so as to run over the New Eng- 
land railroads, on which some of the bridges aud other 
structures are so low as not to admit the cars which run over 
Western roads. The Pullman Company has in a number of 
cases rented this car co parties of travelers, and has fur- 
nished a cook, steward or conductor and a waiter to go with 
the car. Special parties are able to make this arrangement | 
whenever it is nototherwise engaged. 

The ‘“‘ St. Nicholas,” a hotel car, is 6% ft. 10 in. lon 
over the body, and has 24 sleeping berths. The kitchen an 
pantries occupy 10 ft. 6 in. in length atone end. The heat- 
ing apparatus, ladies’ and gentlemen’s dressing rooms, are at 
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the other end, and occupy the same space as the kitchen, etc. 

The car is finished in oak, ornamented with inlaid work of 
white holly, with rosewood panels and burl ash. The ceilin 
panels are of oak with decorations painted on them in o 
colors. Some of the panels have a matted gold und, the 
same as in theprivate car. The metal work is silver-plated, 
and with the large windows in day time, and six two-light 
lamps, is beautifully lighted both in day time and at night. 
The windows are arranged in the same way as in the other 
car, that is, with one large window and twosmall twin win- 
dows between the large ones. 

The outsides of these cars are all painted the dark olive 
color, which is often called the Pullman color, and they are 
decorated in somewhat novel patterns of arabesques in gold 
and bright colors. 

The “ Keystone” and “Empire” are specimens of the 
present standard patterns of sleeping cars used by this com- 
pany. Their length outside is Bb ft. 3in. The interiors of 
the cars are finished with walnut near the floors with panels 
of ape vera, a California wood, above. The raised part 
of the panels is Circassian walnut, and all the mouldings are 
of amaranth, a beautiful dark red wood, The panels on the 
under sides of the upper berths are decorated with inlaid 
work of prin, vera and ebony. The ceilings are finished in 
oak panels with amaranth mouldings, and decorated with 
painted floral designs. The seats are covered with ponceau 
plush; the window curtains are made of Scotch tapestry 
of two shades of tan. The berth curtains are of entirely 
new design, and made in patterns expressly for these cars. 

The cars contain 24 berths. The ladies dressing room is 
at one end and the gentlemen’s at the other. The latter is 
arranged with a state-room between it and the main saloon 
of the car, so that it is entirely shut off from the latter. This 
is the best arrangement for sleeping cars that has yet been 
devised. 

Altogether, this train, which was exhibited by Mr. Pull- 
man, is the most perfect and elegant form into which 
railroad vehicles ve thus far been developed, and 
probably it could not be equaled by any other railroad 


cars in the world. It safe to say, although the 
language may seem superlative, that it is the most 
splendid train of railroad cars ever coupled together, 


and it does much credit to the Pullman Compeny and to 
those who designed both their construction and decoration. 

The day after the train was exhibited it started from 
Chicago with the Commercial Club of that city, and took its 
members on an excursion to Boston. It ran from Chicago 
to New York in 24 hours and 25 minutes without a warm 
journal on the train. 

SECOND DAY’S PROCEEDINGS, 

On the re-assembling of the Convention, Wednesday morn- 
ing, the Treasurer, Mr B, K, Verbryck, submitted the follow- 
ing report for 1878-79: 

RECEIPTS, 





Balance on hand last report.......0 6.0.6.6 ccc cee cece wee $00.80 
SE WUIEE 457, MMNUNNOUIL, one.» dha-ntusca od:000 04,c 0n0004.4uneiie 345.00 

TO.» tuis:> <a nici tad pails ataths<a dcenine se thinehpalbionte $345.80 

EXPENSES. 

Reporting 12th annual meeting.......................0005- $85.00 
I TOOUE OE CONOR. isicn ci ss's wbicep wasn nbentic yates de 108,90 
Engraving cut of standard axle........ 2... .. ces eee cece ees 5.00 
Postage stamps and stationery................seeeeseeeees 24.50 


$313.40 

32.40 

The report of the committee on dues recommended that 
the amount be placed at $5, Accepted. 

The Committee on Rooms in New York submitted the fol- 
lowing report: 

“The committee in charge of the rooms at No, 113 Lib- 
erty street, New York, report that they have renewed their 
lease of these apartments for another year. Since the last 
meeting of this Association these rooms have been open at 
all times for the use of members of the Association, and to 
all engaged in occupations of a kindred character. Monthly 
meetings have been held in them each month, from October 
to April last. While the attendance at these meetings has 
perhaps not been equal to that of previous years, yet’ the 
comunittee think that they have been of sufficient interest to 
justify their continuance. 

‘The expenses of the rooms have been paid for out of the 
proceeds of advertisements in the register of visitors. No 
part of the funds of the Association has been devoted to that 

urpose, and the committee venture to suggest that it would 
Be desirable to have similar rooms opened in some of the 
other large cities of the country. 

“The receipts and expenditures have been as follows: 

RECEIPTS, 


Balance on hand last report...........666 ce cee ee cece ees 
Received from advertisers.... 


224.27 
bide he he bbaed Cunets 670,00 
a , $804.27 
Received from rents... . 895.00 


Total 


EXPENSES. 

ek OO NG 6 5010.5 0.40) dé bea eben Vac ROE COO 25 $806.00 
I nn 0:00 500 Ahn 000 +ady vee teh thieesdeetan 262,56 
NT, ROTTS ELL rd eet eee aL 59.00 
Ey MCE. . 060 abunsew ceaneohuss hie $6 haved teeie 31.00 
Postel Cards, printing, OtC..............scecccsercseccoces 35,50 
INE Tas iSadabMdbbbieedbd-octs ode bddiicc ced ddbb owe oo 28.05 
eee en PPT ee TT ar ee 15.00 
Expenses on scale and testing machines.................. 4.00 
Counting house monitor............ ee oe eee ae 3.00 

WE As A Like tila dedbelta evkpobes cies Vieteudeete be $1,243.11 
I ME eS; cnc dis ss anne cansten* tabenens aeees 45,16 





L. Garey, 
C. A. Smrra, 
M. N. Forney, 


The Convention then took up the revision of the rules for 
the interchange of freight cars, and the discussion of these 
rules one by one occupied all the rest of the session. They 
were finally adopted as read ; we give elsewhere the rules as 
revised in full. 

After adjournment most of the members went in a special 
train, by invitation, to visit the Chicago & Northwestern 
shops. 


( Committee. 


THIRD DAY’S SESSION. 

The proceedings opened with the reading of the report of 
the Committee on Standard Screw Threads. This was fol- 
lowed by a discussion, in which many members took part. 

A resolution providing that cars destroyed while in the 
care of foreign roads should be rebuilt within sixty days by | 
oom roads in whose care they were when injured was adop- | 
ted. 

A verbal report of the Committee on Uniformity of Brake- 
staffs, recommending that they be placed on the left hand 
corner of the car as one stands on the track facing the car, 
was concurred in. 

The Committee on Draw-Bars then presented a long report, 
which was read and accepted. It called out a lively discus- 
sion, which was finally postponed until evening. 

The convention then adjourned until evening. 

In the afternoon the members were invited to take a steam- 
boat excursion upon the lake, which was much enjoyed. | 
After the excursion there was a banquet in the Grand Pacific | 
Hotel, at which nearly all the members attended, 





ever, the commissioners think it 
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A short evening session was held, which was chiefly occu- 
| ee by a discussion of the report of the Committee on 
raw-Bars. At the close of this discussion it became ap- 
ree that the business could not be finished, on account of 
he lateness of the hour, and it was decided to adjourn until 
next day. 
FOURTH DAY’S SESSION. 


The session opened with a discussion on the report of the 
Committee on Standard Screw Threads, in which a number 
of members took part. 

At its close the routine business was taken up. The usual 
resolutions of thanks, etc., were passed, The Committee on 
Subjects for Next Convention presented its report, which 
was adopted. 

It was decided to hold the next convention in New York. 
The election of officers was postponed for one year, continu- 
ing. the old officers in their respective positions. 

he Association then adjourned to meet in New York, 
June 11, 1880, 


THE SCRAP HEAP. 
A Big Plow. 


The Davenport (la.) Gazette thus describes a plow. lately 
built for the St, Louis, Iron Mountain & Southern road by 
Deere & Co., of Moline, IL: 

“This plow is to be used for ditching along the track, 
throwing out the earth, from six to ten or more feet away 
from the track. The experiment has been before tried with 
smaller implements and found quite successful. The plow 
is made fast to a flat car by means of extension timbers and 
guy chains, and the motive power attached is a locomotive 
very probably two of these will be required. The weight of 
this immense plow is about 1,800 Ibs. The beam is made of 
swamp oak, the toughest kind of timber, and is 14 by 8 in. 
in its dimensions and of proportionate length. No handles will 
be used, the plow being regulated in the manner named 
already. The landslide is a piece of bar iron 8in. wide and 11¢ 
inches thick, It is larger than merchant iron is made, an 
was especially forged with steam hammyr for this job, The 
share is of the best cast steel one-half inch thick by nine 
inches in width. The width of the furrow made will be 80 
inches. This is also of extra large size and was rolled to 
order in Pittsburgh, The top of the mould-board stands 86 
inches from the ground, or the base of the plow. It is made 
of the best cast steel, with iron lining securely bolted to the 
back. The plow is rigged out with an immense gauge wheel 
and standing cutter, and as it stands is undoubtedly the 
largest and strongest plow ever manufactured,” 


A Quiet Life. 


A newspaper correspondent recently teok a ride on the 
engine of the fast mail on the Vandalia Line, from Indian- 
apolis to St, Louis, and he writes to his paper that he leaned 
back in his seat beside the engineer, ‘‘and felt an ease and 
quiet so much in contrast to my hurried life that it seemed 
more like reading one of Ik Marvel’s imaginative descrip- 
tions,” etc, Now, what do you suppose that man’s business 
is? What kind of a life must that man lead who finds the 
breathless rush of a passenger engine trying to make 35 
miles an hour, ‘quiet and easy” by contrast? The man's 
ordinary business must be to be blown up in a powder maga- 
zine and steamboat explosions.—Burlington Hawkeye, 


An Active Brakeman. 


A day or two since a lady entered an Erie car at a station 
west of this city to bid her daughter good-bye, She stayed 
too long, and when the train had started ran and jumped 
from the platform, the daughter in her fright following, to 
learn if she were injured. She was not, seriously, but the 
daughter came near being crushed under the wheels when 
brakeman Sile Green caught and saved her. By this time 
the trio were left by the train and the daughter was very 
anxious to go on her journey. Brakeman Green was the 
man for the moment. He seized her under the arm, and 
running alongthe road bed at full speed, sprang upon the 
platform of the car and deposited his precious burden in a 
cushioned seat. Time of train at the moment, ten miles an 
hour,—FPatterson (N. J.) Press, 


The Massachusetts Railroad Commission on Block 
Signals. 


The Massachusetts Railroad Commission has been investi- 
gating the recent collision on the Grand Junction Railroad 
in Boston, and its report, after stating the circumstances, 
concludes as follows: 

‘In its reports on accidents this board has never hesitated 
to hold all employés in charge of trains to a most rigid re- 
poe including a strict compliance with the letter of 
the rules. This, however, may be carried so far as to work 
injustice, and certainly an equally rigid responsibility 
should be imposed on the corporations, which are bound to 
furnish these empldyés reasonable appliances in the way of 
signals, and otherwise to give them notice of train move- 
ments. The present was a striking case in point. Here is a 
single-track road running on a sharpeurve through a neigh- 
borhood, the buildings of which completely masked it. he 
sidings were half a mile apart, and between them were three 
crossings, at each of which a gate-keeper was stationed, 
The only means of communication between these gate- 
keepers, no one of whom could command an unobstructed 
view of the track both wajs, was by means of flags and 
hand motions, and, guided by these, those in charge of 
freight trains, which are not uncommonly out of time, were 
left to feel their way along and look out for themselves, 
The place was one which admitted, at scarcely any expense 
at all, of a perfect and absolute block. A wire, apparently, 
was all that was required to enable the gate keeper at Main 
street to signal a block to the one at Broadway, and the 
reverse. Electric signals at the Cambridgeport and 
the East Cambridge sidings would not only block the track 
against trains approaching each other, but would also notify 
each gate-keeper and travelers on the highways that they 
were at band. Where corporations, at points such as this, 
do not avail themselves in the operation of their roads of the 
simplest and most familiar of improved opemences, they 
must of course expect from time to time to have accidents, 
and be prepared to hold themselves, and aot their employés, 
responsible for them. Indeed, that they have them so rarely 
is the true occasion for surprise, and speaks well for the in- 
telligence and care of those in charge of their train move- 
ment. As the result of their investigations, therefore, the 
commissioners find that this accident was due, not to the 
carelessness or negligence of the employés in charge of the 
trains or of the gates, but to the failure of the Boston & Al- 
bany Railroad Company to avail itself, in the operation of 
its road at a dangerous point, of very familiar and inexpen 
sive appliances of safety. In stating this conclusion, bow- 
proper to add that, as a 
rule, the Boston & Albany has evinced, of late years at least, 
as great a willingness to avail itself of improved appliances 
of safety as any other corporation in the state. ‘The diffi 
culty appears to be that the corporations generally, includ- 


| ing the Boston & Albany, are too often disposed to avoid 


expense and the use of additional apparatus by placing 
what seems to the cotnmissioners a dangerous dependence 
on the quickness of perception and general intelligence of 
a remarkably reliable set of subordinate officials 
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THE CAR-BUILDERS’ “CONVENTION, 


The general impression of those who attended the 
convention which was in session last week in Chicago 
was, that it was one of the most interesting and profit- 
able meetings which the Association has thus far held. 
The reports of committees were unusually interesting, 
and in most cases led to the adoption of some practical 
resolutions which, it is hoped, will receive the sanc- 
tion of railroad men generally. 

The standard axle was again brought up for con- 
sideration, and by a unanimous vote the Association 
reaffirmed its previous action in recommending it. 
Although this was anticipated, yet, taken in connec- 
tion with the very large majority by which the Mas- 
ter Mechanics’ Association also recommended it, 
it thought that this standard now has such 
a weight of authority on its side as will insure its 
rapid adoption. Probably at no time heretofore have 
railroad companies been so ready to adopt this axle as 
now. The increase in the loads carried by cars, the 
general interchange of traffic all over the country, and 
the evils resulting from the diversity of sizes, have 
never been so apparent as at present. The action of 
the Association in instructing the committee which 
has had this subject under consideration to prepare a 
statement of the reasons for the adoption of this stan- 
dard, to be presented to the managers of railroads, 
seems to be very opportune and likely to lead to some 
immediate results, and hasten the adoption of this 
standard on lines where it would not be considered it 
the attention of managers were not especially directed 
to it. 

Doubtless to many of our readers this subject of the 
standard axle will seem like a very long-drawn-out 
topic, It has been discussed now for six or eight years, 
at nearly every annual meeting of the Car-Builders’ 


18 





and the Master Mechanics’ Association. In each the 
members have arrayed themselves in two distinct par- 
ties, the big-axle men and the little-axle men, In 1873 
the former had a majority in the Car-Builders’ Asso- 
ciation, and the present standard form and dimensions 


for axles were recommended, At the meeting of the | 


Master Mechanics’ Association the following year the 
little-axle men were in a majority, and that Association 
refused to recommend the Car-Builders’ standard. 
Since then the discussion has been carried on annually, 


-}and newspaper articles innumerable have been writ- 


ten and 
those who 


published on the 
have used 


subject. Meanwhile 
the standard axle have 


“|become more thoroughly convinced than ever be- 


fore of its utility, and the growing practice of in- 
creasing the loads on cars has led many to favor it who 
before were in doubt. There is the fact, too, that, so 


age | far as is known, no one who has ever adopted the car- 


builders’ standard axle has ever abandoned its use ; but 
on the contrary, such experience in nearly all instances 
soon converts persons into enthusiastic advocates of 
the standard. It has therefore steadily gained in favor, 
and now it is indorsed by a vote of recommendation 
from the Master Mechanics’ Association of 38 to 9 and 
the unanimous vote of the Master Car-Builder’s Asso- 
ciation. 

The committee having the subject under considera- 
tion was also instructed to prepare a standard drawing 
and engraving of the axle with such modifications of 
its form between the hubs of the wheels as the com- 
mittee may suggest. This will give the standard the 
authority without which discrepancies and dispute 
concerning it are sure to arise. 

It must be remembered that the task of having a 
standard axle adopted, which a few members of the 
Association have undertaken, is a much greater one 
than at first sight appears. The two associations which 
have taken the subject up are purely voluntary, and 
have no authority excepting that which the right of 
recommendation gives them. It is therefore only by 
the slow process of uniting the sentiment of railroad 
officers in favor of such action that the Association 
is able to bring about uniformity in the construction 
of cars. 

By constant discussion of the subject the attention 
of car-builders has also been awakened to the import- 
ance of uniformity in screw-threads, That this should 
have been delayed so long should be a matter of much 
surprise; but at last the members, or some of them, 
seem to realize that in the construction of screws 
there are some other properties of importance besides 
the number of threads to the inch, and the committee 
on that subject is instructed to prepare a full descrip- 
tion of the Seller’s standard system of screw-threads 
for the use and enlightenment of the members. 

An attempt was also made to adopt a standard draw- 
bar, but to what extent the action of the Association 
and the committee has accomplished this it is difficult 
to say until the full report of the discussion is written 
out. 

The rules to govern the interchange of freight cars 
were also thoroughly revised and were discussed dur- 
ing the whole of Wednesday’s session, and a part of 
Thursday. A copy of the rules as amended is given 
on another page. 

It will be gratifying, too, to all humane people to 
observe the attention which was given to the subject 
of making cars safer for train-men, especially the 
efforts which are made to diminish the dangers of 
coupling cars. An effort was made to divert the feel- 
ing on this subject into a recommendation of a patent 
car-coupler, which came very near being successful, 
but the good sense of the Association prevailed when 
the matter was discussed fully, and the significance of 
the action was made apparent. Both Mr, Garey, of 
the New York Central Railroad, and Mr. Kirby, of the 
Lake Shore line, exhibited specimens ot freight cars 
with improved safety appliances for the better 
protection of train-men. Unfortunately these did 
not receive as much attention as they de- 
served, but the interest which has been awak- 
ened in this subject will undoubtedly be fruitful 
in the future. At present the mere contemplation of 
a train made up of miscellaneous freight cars produces 
a sickening sense of the dangers to which the men are 
exposed who are compelled to couple and uncouple 
them. The almost universal ignorance and indiffer- 
ence which prevail regarding this subject would be a 
cause for despondence, were it not attended with such 
frightful cases of cruelty and suffering, which are so 
common and so unheeded. 

A large proportion of the accidents could be pre- 
vented by very simple and inexpensive changes in the 
construction of cars, and by the adoption of a uniform 
system of construction. The difficulty is in bringing 
about an agreement among railroad companies, 
The process of mutual consent ig a slow one, 
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however, and while it is eee ey itself out, hun- 
dreds of” poor creatures are being killed and 
crippled, A half-dozen of intelligent mechanics, 
if they should devote a month’s time to the subject, 
could undoubtedly agree on a method of constructing 
cars which, if adopted, would save the lives and limbs 
of many poor fellows each year. Unfortunately, a 
sufficient number of such men cannot be found who 
are able or willing to devote the requisite time and 
thought to the subject, and even if they did, it would 
be difficult if not impossible to have their recommen- 
dations adopted, The only way by which the much- 
needed reform can be brought about, therefore, is by 
continued agitation and moulding the opinions and 
arousing the attention of railroad managers to it. The 
discussions in the Car-Builders’ Convention have done 
this, it is thought, to a greater extent than ever before, 
and the fact that members are devising safety appli- 
ances and presenting them each year is very encour- 
aging. 

The need for some systematic experimental research 
was again apparent this year, but the difficulties of 
carrying out such investigations still appear equally 
great. Thesuggestion of Mr. Raymond, the Secretary 
of the Western Railroad Association, that some closer 
relations be established between the latter and the 
Master Mechanics’ and Master Car-Builders’ associa- 
tions, suggests a method by which the latter might be 
brought into closer relations with the managers of rail- 
roads, who form the membership of the former associ- 
ation. Whether this can be brought about will, how- 
ever, depend almost entirely upon the managers. It 
would not be difficult to devise a plan of codperation 
if the latter were disposed to bring it about. 

A great want at the present time is that of uni- 
formity of rolling stock. The great systems over 
which cars are now interchanged make this want al- 
most imperative. If railroad managers realized how 
much would be gained by uniform construction of at 
least some parts of cars, it would seem as if they 
would be disposed to take some effective steps to bring 
it about. At present the Car-Builders’ Association is 
the only organization at all likely to accomplish any- 
thing in this direction. That the Association is not 
what it should be is freely admitted, but that it does 
some very useful work is, it is thought, made apparent 
by the proceedings of the late convention. 


THE NEW YORK RAILROAD INVESTIGATION. 


The committee of the New York Assembly which 
has been in session in New York city fora week past, 
engaged in investigating charges of unjust discrim- 
ination, has certainly developed some interesting facts 
thus early in its work, though its examination has 
been conducted evidently with very little knowledge 
of the ordinary, public methods of conducting railroad 
business, and quite as little as to the rational principles 
of rate-making. A large part of the examination of 
Mr. Goodman and Mr. Rutter was apparently intended 
to convict the New York Central Company of prac- 
tices which need no excuse, but which must be fol- 
lowed if the transportation business is to be conducted 
in a rational way. And it must be said that the wit- 
nesses themselves sometimes seemed unwilling to ac- 
knowledge and endorse some of these practices except 
as asort of necessary evil. This is by no means un- 
common, Officers in charge of traffic often find it 
hard to explain the reasonableness of the practice 
which they know to be necessary. They have always 
followed it because they could not help themselves ; 
but they may not have reasoned with themselves even, 
not to say other people, as to its justice or fitness, dny 
more than a farmer reasons as to the propriety of his 
selling butter for forty cents a pound this year and for 
twenty cents next. 

To us it always seems a mistake to attempt to jus- 
tify differences of rates always by differences of cost. 
Of course there are differences of cost for different 
goods and different circumstances connected with 
their receipt, delivery and handling. But not one dif- 
ference in rates in a hundred (that is in rates per mile) 
is really based on a difference in cost. We accept less 
for wheat than for dry goods because we can’t get so 
much. We have to take what the service is worth to 
the shipper or else go without the shipment, and the 
good of the carrier and of the community alike require 
that we should accept any addition to business that 
earns more than it costs. That is, the railroads do, and 
must do, just what everybody else does—take what 
they can get, and if new business offers at rates yield- 
ing one-tenth the ordinary rate of profit, accept it 
gladly if it cannot be made to pay any more. 

Any rationally conducted transportation business 
must have almost endless discriminations in rates, and 
the fact of discrimination is nut even prima facie evi- 
dence of injustice, But that does not by any means 
exclude the possibility of unjust discriminations, and 
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unjust discriminations in transportation rates the com- 
munity is justified in protesting against, in fighting 
against and in putting an end to with a strong hand. 
The danger is, however, and it is a real one, that the 
community, unfamiliar with the laws that govern 
transportation business and rates, will assume certain 
proper differences of rales, necessary in order to secure 
the lowest average rates, to be unjust. To prevent 
this a full and free and public discussion is needed. It 
will not do to conceal rates and special reductions. The 
very fact of the concealment leads the community to 
assume that it is unjust, and it is then very hard to get 
their attention even to the most convincing argument 
as to the propriety of the rate. 


Classification itself is a discrimination, and often a 
tremendous one. The rates from Chicago to New 
York to-day are 15 cents per 100 Ibs. for grain and 
flour, and $1.20—eight times as much—for first-class 
freight. Yet we venture to say that some at least of 
the first-class goods cost no more than flour to carry, 
and on none of them is the difference in cost 
of carriage (including insurance) anything like in 
proportion to the difference in the rates. The roads 
take 15 cents for grain and flour because they cannot 
get any more, and they charge $1.20 for first-class 
freight because they can get that rate on what little 
there is; and there is probably less complaint of the 
first-class thanof the grainrate. Itisthe market value 
of the transportation that determines the rate, not the 
cost, as is so well set forth in the paper by M. de la 
Gournerie, a French officer of the government corps of 
bridges and highways, which we translate this week. 
This paper shows how the questions so hotly discussed 
a few years ago in the Northwest, and now in New 
York city, rise everywhere and are likely to be dealt 
with in accordance with assumptions as to what is 
regular and orderly instead of on true economical laws. 
There is scarcely a statement made or a position taken 
in this French paper which has not at one time or an- 
other been published in these columns, suggested by 
our experiences and necessities, and the advocacy here 
of popular errors as to principles of rate-making. 

So far as has appeared hitherto the greatest fault 
that can be found with the New York Central’s spe- 
cial rates is their secrecy. We believe that the commu- 
nity has a right to demand that everyone shall have a 
right to have his work done by a railroad_at as favorable 
rate as are given to anyone else under similar circum- 
stances; and for this it is necessary to be able to know 
under what circumstances any special rate can be had. 
It is, however, one of the natural results of unrestricted 
competition between rival railroads, as between rival 
merchants, that prices are concealed; and it is not edsy 
to see how there can be the same closeness of compe- 
tition if all rates must be made public. Butsuch com- 
petition we do not believe to be necessary, and least of 
all in the state of New York, where the canal sets a 
very close limit to most local freight rates. 

With regard to the practice of requiring that all ship- 
ments should be made by rail as a condition of special 
rates, we find precedents for it in Europe; and not 
only in England, where the government scarcely med- 
dles with rates, but in Belgium, where the states vir- 
tually dictate the whole transportation policy. 

The Belgian Minister of Public Works has recently 
issued a new freight tariff for the state railroads, 
which form the larger part of the system of the 
country, and are supposed to control the rates oa 
nearly all the other roads. As in the old tariff, there 
are four classes of ordinary freight, and rates are 
given for “zones,” there being a large number of 
stations in each zone. The second and third-class 
rates are granted only for quantities not less than 
11,000 Ibs., and the fourth-class rate only for quanti- 
ties of 22,000 lbs. (an ordinary Belgian car-load) or 
more. Freight weighing less than 440 lbs. per cubic 
meter (1244 lbs. per cubic foot), except wool and a 
few other articles, is charged one-half more than the 
regular tariff rates. 

A peculiar feature is the “subscription tariffs for 
regular shipments of a car-load or more,” designed 
chiefly, it appears, to assure the shipper cars when he 
wants them, concerning which in previous years there 
has been a good deal of complaint in Belgium. There 
are three kinds of these tariffs: the first, for one year, 
is at the ordinary rates; the second, for six months 
but less than a year, is about 5 cents per ton higher 
than the ordinary rates ; the third, for six months or 
more, when the cars are loaded in both directions, is 
about 25 per cent. below the ordinary rates. 

More important to the industries of Belgium are the 
various special tariffs at greatly reduced rates. Of 
these No. 4, for pig and scrap iron and for furnace 
cinder, is applied only to shipments between 17 speci- 
ally designated stations, and when the shippers bind 
themselves in writing to have all their freight of this 


kind between these stations carried ewelusive ly by rail; 
the motive for which is that the Belgian canals are 
formidable competitors for such freights at certain 
stations. 


ments made from three specified stations to 16 other 
specified stations. At least one full car-load of 22,000 
lbs. must be dispatched every working day for a period 
of at least one year, The time allowed for loading or 
unloading is limited to two hours. 

Special tariff No. 6 covers coal shipments from 35 
coal-mining stations to two great coal-discharging 
stations. The minimum quantity to which this tariff 
applies is 240 tons. 

Another special tariff is for petroleum and naphtha 
that have been imported at Antwerp. It covers ship- 
ments to 13 specified stations, and here again the 
shipper, in order to get the benefit of the tariff, is 
required to bind himself in writing to send all his pe- 
troleum and naphtha by rail exclusively for at least 
one year. 

The organ of the German Railroad Union, comment- 
ing on some of these tariffs, says: ‘‘ It can scarcely be 
doubted that subscription tariffs like these, suited to 
the circumstances of traffic, are most rational, and ad- 
vantageous as well to the railroad as to the public. 
Some years ago several Prussian roads, and among 
them the Berlin & Anhalt and the Magdeburg & 
Halberstadt, introduced similar tariffs; but, strange to 
say, they were not allowed to continue them.” 

A few years ago the Prussian Minister of Commerce 
sent to England, to make a special study of freight 
traffic there, one of the officers of its state roads, a Mr. 
Wehrmann, who, in his report, says that an English 
company has not even a fixed rule for rates on its own 
lines; and, mentioning three great companies that have 
a standard scale for making rates, he says that he was 
expressly warned not to consider it as general, that the 
exceptions far exceeded the rule, and that the com- 
pany in reality had no system for making rates. There, 
too, he found that, though the companies are required 
to keep a record, accessible to the public, of all rates 
at each station, practically, shippers. had to apply to 
the company for information. Again, he says: 


lishment of special rates, which differ from the regular rates 
in classification as well as in the conditions as to receiving, 
packing, weight, etc.). Section 47 of the Regulations of 
the Clearing House, which relates to through traffic, 
formally recognizes the right of two or more companies to 
transfer any article whatever from one class to another, if 
such a change is to their interest, and is made with the con- 
sent of the lines over which it passes. The companies make 
great use of this privilege ; a simple glance at the tables of 
rates is sufficient to prove it. It will often be found that at 
asingle station several pages are filled with special rates 
written in by the clerks of the shipping office. The correct- 
ness of our observations was confirmed by the statements of 
all the railroad employés with whom we conversed on this 
subject. A high officer of the London & Northwestera even 
declared that his company’s special rates were counted by 
millions.” 


Schwabe, another Prussian state railroad officer, a 
translation of whose chapter on freight tariffs was pub- 
lished in two last numbers of the Railroad Gazette for 
1878, says: 

‘*The great feature of the tariff system of the English rail- 
roads consists in the private terms, or, in other words, a tariff 
system based on mercantile principles; since for all trans- 
portation of considerable importance special contracts are 
made between the shipper and the railroad company, in 
which the rate of the tariff open solely on the agreement 
of the contracting parties, and is determined, aside from the 
competition of other lines or of vessels, only hy the amounts 
sbipped at one time, the total amount ee per year, by 
the consideration whether the transportation is to be had in 
winter or summer, etc.” * “Tt is true, however, that 
the almost absolute secrecy which surrounds English freight 
tariffs has not a little to do with this state of things. * * * 
Still more closely, however, is this secret kept by the rail- 
roads themselves. When printed tariffs exist, they apply 
only to local traffic; as for the most important traffic, which 
is done at private rates, the railroads guard so carefully 
against competition that any information can be obtained 
only with the — difficulty. The railroads are forced, 
as it were, to p from the public any information that 
might serve as occasion for complaint.” 

We quote this, not as an endorsement of the policy 
of secrecy, but as evidence that unrestricted competi- 
tion naturally leads to such a policy. A great many 
of the special arrangements that a railroad makes, it 
makes because other roads or routes make them, and 
it would lose the traffic if it did not dothe same. And 
in nearly all cases where there is foundation for the 
complaint of injustice, the railroad would have no 
object in making the discrimination if no one else 
could make it. The roads all want full rates on all 
their business if they can get them. The force of cir- 
cumstances—economical laws, beyond the control of 
any railroad or combination of. railroads-- compels 
them to make discriminations on avast proportion of 
their business, with little reference to value of goods, 
distance, or anything else ; and these discriminations 
are proper anda public advantage. But there is a 
further class of discriminations which are the result 
of the unlimited competition of the different roads, 
which by the nature of the business can and does go 








to much greater lengths in reducing prices than com- 





Special tariff No. 5, for ore, applies only to ship- | 


‘‘The companies are absolutely omnipotent in the estab- | 
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petition in ordinary business, Where there is 
injustice, it is almost always in connection 
with contracts made under this latter compe- 
tition, and it is not easy to see how it can be 
avoided except by the substitution of codéperation for 
competition among the roads which serve the same 
stations. The evidence given at the present investiga- 
tion shows that the codperation of the trunk lines, by 
which since June, 1877, they have divided the through 
shi ments from New York city, has made an end of 
special rates on through business; yet this codperation 
is one of the things complained of in the request for 
the legislative investigation, and its extension to the 
interior traffic of the state wou'd probably be bitterly 
resisted. The complainants want to maintain the 
sharpest competition among the roads so as to enjoy 
the unduly low rates sometimes reached in that way 
on a portion of the traffic, and at the same time es- 
cape from the other natural effects of such competition, 
among which are very great and otherwise unneces- 
sary discriminations and a policy of secrecy as to spec- 
ial rater. We do not believe that the wit of man will 
succeed in attaining these two objects at once. 





It seems possible that this investigation is about to 
cause some such a discussion of the geners| railroad 
policy as was had in the Northwest six ‘o eight years 
ago. Strange to say, it seems likely to meet many of 
the leading Eastern railroad men unprepared, The 
Granger agitation seemed too remote to require much 
of their attention, and they went on doing their busi- 
ness without much reflection on the principles govern- 
ing it. Now they are called upon to explain and jus- 
tify their practices, and sometimes they are at a loss to 
do so where there can be no question as to the pro- 
priety of the policy. But we believe that the investi- 
gation will be of general advantage. Before it is 
ended there will probably be such an education of the 
community (and of railroad men, too) as has not been 
had before in the East, and which is needed before the 
community wall be satisfied with a rations! policy con- 
cerning rates, and which may result in popular sup- 
| port for a policy of railroad coéperation from which 
lereat advantages might gained by all con- 
‘cerned, It will, doubtless, require a good deal of 
work from the railroads, for which, apparently they 
jare not well prepared ; but this work of popular ex- 
| planation of the reasons which compel them to various 





practices complained of now is one sure to be imposed 
upon them sooner or later; and, vexatious as it may be 
for a time, we believe it will pay. In modern society, 
| one of the unescanable burdens seems to be the neces- 
| sity of enlightening our fellow men; almost every class 
has to do it in pure self-defence, la this case, the rail- 
| roads willlearn while they teach, as all of us do; and 
ja considerable improvement in their methods may be 
anticipated as the result, as there was in the Northwest, 
| where the Granger agitation certainly caused the rail- 
| road men to learn much about their business which 
they had not known before, simply because they had 
not been forced to pay attention to those phases of it. 





Foreign Railroad Notes. 





Some railroad men in Germany are advocating a general 
reduction of the speed of freight trains as a measure of econ 
omy. A superintendent of motive power of wide reputa- 
tion, as the result of extended calculations, reports that the 
most advantageous speed for a freight train of 144 axles 
(about 68 four-wheeled cars, which fully loaded would carry 
748 tons) on a level track is 10 miles an hour, and that with 
this speed the expenses would be about '11!¢ per cent. less 
than at the speed now common in most North German rail- 
roads, which is as much as 19 miles per hour while running. 
It is not proposed to reduce the speed to 10 miles an hour, 
however, It is claimed that the expenses increase very 
slowly up to 12!¢ miles an hour, but more rapidly thereafter; 
and that at 15 miles an hour there would be a material sav- 
ing and a sufficient accommodation for traffic. One thing 
which affects the calculations is that there is now a consid- 
erable overplus of rolling stock on German roads, so that a 
considerable reduction of speed could be made without re- 
quiring any additions to equipment. 

The German rail mills are charged with asking and ob- 
taining from the German roads much higher prices than 
those for which they sell to foreign countries, where English 
| and Belgian competition have greater effect. There was re- 
| cently a letting for steel rails for the Dutch state railroad 
| and one for a Prussian government road, nearly at the same 
time. Gerwan works bid for both of them, per ton, as ful- 
| lows: 





For Dutch road. For German road 
~ 37 


Rhenish Steel Works. $25.00 $37 00 
| Bochum Works...........-+-++045 27.18 46.92 
| Union, of Dortmund... 26.10 36.75 
| Hérde Works 29 92 36.90 

Krupp.. 40.95 37.00 


A German works was the lowest bidder for the Dutch 
| contract, outbidding Belgian and English works. But the 
| lowest bid for supplying the Prussian road was 47 per cent. 
| higher. This is as if American mills, while selling rails for 
$44 here, should supply them to Canada roads for #40 

The average gross earnings per mile of road of the rail 
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roads of France, of Germany (except Bavaria) and of Switzer- 
land in 1877 and 1878 were : 


$13,027 $12,560 Te 3.65. 
OO. vic ssviviccsresneevevevera 12, ne, 3. 
omen basen weve 10,775 1) Dec, 4.98 
Switzerland.. . 6,305 6,974 * (8,30 





The mileage worked in 1878 was 13,373 miles in France, 
16,747 in Germany, and 1,574 in Switzerland. The rail- 
road with the largest earnings per mile in France is oue sec- 
tion of the Girdle Railroad around Paris, which earned 
$86,809 per mile of road (it is 12 miles long); of the great 
systems, the Northern, with 1,174 miles, had the largest 
earnings per mile—$21,820, The Swiss road of any length 
with the largest earnings per mile ($9,100) was the North- 
eastern, which worked 241 miles. The Rigi Mountain road 
(414 miles) earned $11,046 per mile and the Basel Connect- 
ing road (8 miles) $13,680, Railroad construction has been 
much overdone in Germany and Switzerland, but France 
has 2 smaller mileage in proportion to area and population 
than any other wealthy country of Europe. 

Russia has 18,850 miles of railroad which have cost on 
the average $73,025 per mile. Of the whole cost, 674 per 
cent, was raised by bonds, Of the whole capital of $1,012, - 
050,000, both stock and bonds, the government either owns 
or guarantees interest on 88 per cent., the guaranteed inter- 
est on bonds being usually 5 per cent., but in some cases as 
low as 4.16, and in some as high as 5.1 per cent., and that 
on stock averaging 4% per cent. The costliest road, from 
Petersburg to Moscow, cost $321,939 per mile; and the 
cheapest cost $81,100, 


Record of New Railroad Construction 


This number of the Railroad Gazette contains informa- 
tion of the laying of track on new railroads as follows: 

Chicago, Milwaukee & St. Paul.—The track of the Jowa 
& Dakota Division has been extended from Pattersonville, 
Ia., westward 15 miles, 

Morgan's Louisiana & Texas,—Extended from Franklin, 
La., northwest to Jeannerette, 6 miles. 

This is a total of 21 miles of new railroad, making 682 
miles completed thus far this year, against 482 miles 
reported for the same period in 1878, 588 miles in 1877, 
687 in 1876, 312 in 1875, 570 in 1874, and 1,271 in 1873. 

Tre RATLROAD COMMISSIONERS’ CONVENTION adopted a 
general form for reports, less extensive than some of the 
plans submitted, which will be found in full in the official 
report which we publish this week, but which we have not 
been able to exumine as yet, The fiscal year recommended 
is that ending June 80, The calendar year would be prefer- 
able for some reasons, and would probably be more accepta- 
ble to the railroad companies; but the commissioners have 
to report to the legislatures of their states, the legislatures 
usually sit in winter, and it is not thought that they would 
be satisfied with reportsa year old—though for most uses 
that the legislatures have of them year-old reports would be 
just as good. The proposed year has the advantage of co-in- 
ciding with the fiscal year of the United States Government, 
for which its statistics are given. 

The commissioners very properly agreed not to hunt up 
excuses for joint action so long as there is no special occasion 
for such action, Seme have thought that the convention 
might resolve itself into a sort of high joint commission for 
determining just what railroads ought to and ought not to do, 
and for discovering ways and means of compelling them to 
adjust their action to plans so fixed upon. Commissioners, 
as well as others, however, begin to think that the railroad 
policy of a community will be better if left to develop itself, 
and that it is better to solve problems as they arise than to 
attempt one grand, universal solution which will leave 
nothing to be done hereafter. 

We need not call special attention to the report of the con- 
vention. Its importance will command that, and especially 
the committee report on uniform accounts, which was 
adopted unanimously after having received the approval, 
with one exception, of all the railroad accountants who were 
appointed at Columbus to assist in the preparation of the 
form. It was stated at the convention that it was not in- 
tended to limit the reports required in anv state to the re- 
turns provided by this form ; but only that what is on this 
form, and the general instructions as to keeping the accounts, 
shall be required in all the states. Where legislation is re- 
quired before a change in the form of reports can be made, 
it is to be solicited, and the railroads desiring the introduc- 
tion of the uniform system are asked to urge it upon the 
legislatures of their states. 

The other committee report of general interest at this 
convention was that on railroad taxation, also given this 
week, There is now great confusion in practices and gen- 
eral dissatisfaction. The corporations very generally charge 
that they are overtaxed, and the communities that the rail- 
roads escape their fair share of the burdens of ‘taxation. 
The basis proposed certainly has the merit of simplicity and 
certainty. The committee recommend that real estate, 
aside from right of way, should be taxed simply as other 
real estate in the place where it is situated, and that all other 
taxes be resolved into one, on the gross receipts, No one 
could make any mistake about this, and the rate of tax 
being fixed, every one would know what to expect. 


A New Basis yor East-BounD RATES was adopted at 
the Joint Executive Committee last week, which certainly 
seems much more rational than the old one, the latter being, 
in fact, extremely irrational for a co»siderable number of 
the places from which through rates are made. The old 


rule was to make the rates from all places the same propor- 
tion of Chicago rates that the distance from that place to 
New York was of the distance from Chicago to New York— 





to New York there is a terminal charge of 


and the only part of the receipt which roads west of the | 
trunk lines got, was the difference between the schedule rate 
and this terminal charge, This did not so very much matter | 
when the rates never went below 50 cents or so; but in these | 
latter days, when we have agreed rates of 15 cents a hun- 
dred, it gives a much lower rate for carriage from the near 
than from the distant places. Deducting the 3 cents per 100 
lbs. terminal on grain, the 15-cent rate gives 240 cents per ton 
to be divided in proportion to mileage over the 960 miles be- | 
tween Chicago and New York, or just 4 cent per ton per | 
mile. But this was not the basis for calculating the rates 
from other competing points. For that purpose the whole | 
rate of 300 cents was divided by the 960 miles, giving 34 
mills per ton per mile, instead of 244. On this basis the rate 
from a place 640 miles from Chicago was made 10 cents, of 
which only 7 cents was for hauling, which gave a rate of 
only, 2 4, mills per ton per mile for hauling, at the same 
time that the rate on the long haul from Chicago was 214 
mills, or one-seventh more. If the receiving road delivered | 
toa trunk line 440 miles from New York (like Buffalo or 
Pittsburgh), it received but 4614 cents for the haul of 200 | 
miles, against $1.30 for the haul of 520 miles—180 per cent. 
more for a hau) only 160 per cent. longer, 

The most rational way would seem to be to subtract the | 
terminal in each case and then divide in proportion to mile- | 
age; but that would be more complicated. The new basis | 
approximates this and still makes the rate of each place al- 
ways the same percentage of the Chicago-New York rate. | 
It is made by assuming a 25-cent rate from Chicago to New | 
York, subtracting 6 cents per 100 Ibs. as a terminal, taking | 
for each place less distant than Chicago from New York tie | 
part of the remaining 19 cents that is in proportion to the | 


distauces, and adding thereto the 6 cents terminal, and mak- | 
ing the rates so found the basis for all actual vates. Thus 
one place 640 miles from New York would have a rate 
when the Chicago rate is 25 equal to $4} of 25 — 6, plus 
6—or two-thirds of 19 183g. This is 75 per | 
cent of 25, and so all rates from places 640 miles from | 
New York will be 75 per cent of the Chicago rates, and 
next week, when Chicago rates will be 120, 90, 60, 25 and 
20 on the four classes and grain, from the place 640 miles 
from New York they will be 90, 671, 45, 18% and 15. 
We publish this week a table of the percentage of the 
Chicago rates to be charged on east-bound freight from | 
the places affected. This table for these places and for 
east-bound freight is to take the place of ‘* McGraham’s 
table,” which has long governed differences in rates. The 
important places affected by this change are Indianapolis | 
(slightly), Cincinnati, Columbus, Detroit, Toledo and Cleve- 
land, and the nearer they are to New York the more will 
their rates be affected—inci eased beyond what they would 
have been by the old arrangement. From Cleveland next 
week fourth-class and grain will be about 18 cents for 
fourth-class, and 15 for grain instead of 16 and 13 by the 
old plan. Scarcely anywhere else will the differences be so 
great, 


plus 6 


THE New Live-Stock AGREEMENT we publish in full this 
week, some slight changes having been made in it since the 
ofticial copy was printed after the Chicago meeting. The 
main and distinguishing feature of it we described correctly 
last week—the provision for the “evening” by granting a 
rebate of 10 cents per 100 lbs. to shippers who make their 
shipments in accordance with the directions of the joint 
live-stock agents at the several Western live-stock markets. 
The Baltimore & Ohio’s share of the cattle is to be the per- 
centage it got in 1878, and, of the remainder, 371¢ per cent 
is to go to the Pennsylvania, 87!¢ to the New York Central 
& Hudson River, and 25 percent to the Erie. This, it 
must be remembered, is the division of the total brought to 
the trunk lines. The Pennsylvania, it will be observed, car- 
ries largely to both New York and Philadelphia; the New 
York Central to New York, Albany and Boston; the Erie 
not much except to New York. The Baltimore & Ohio is 
also to have the same percentage of the hog shipments as 
it got in 1878, and the remainder is to be divided equally 
among the other three trunk lines. New minimum car 
loads are agreed upon, which are less than for other freight. 
The rate on live hogs, as was agreed at Saratoga last year, 
is always to be 10 cents higher than the provision rate; 
and it is agreed by the trunk lines and recommended to the 
Western roads that the rate on dressed beef be always 60 
per cent. more than the net live-stock rate. It is for this 
reason, doubtless, that the hog rates were put so low—22'¢ 
cents for the month of May, 20 cents from June 2 to June 
9, and 30 cents from June 9. The advance in other rates, to 
gointo effect on the 23d, will bring the hog rate up to 35 
cents. 

The division of traffic, it will be noticed, was made only 
on the trunk lines. It remains to be made on the Western 
roads, and is left to arbitration; but the awards of the arbi- 
trators are to determine the division of all shipments received 
after June 9. When made on Chicago business, the rate 
thence on cattle is to be made 50 cents net and 60 cents 
gross—the latter having been the old regular rate, 10 cents 
of which went to the ‘‘ eveners.” Meanwhile, the rates were 
made 35 cents net and 45 gross from Chicago to New York, 
and 18 net and %8 gross from Buffalo and Pittsburgh. 

Thus the arrangement for permanent rates will save the 
shippers the whole amount that was formerly paid to the 
eveners, and will doubtless be popular with them, and there 
is now a prospect that this important. traffic, which is per- 





exactly in proportion to mileage. But on nearly all freight 
3 or! 
5 cents per 100 lbs., or a larger amount, for handling or | 
lighterage. ‘Thus the rate for transportation pure and simple, | that cati be made profitable when navigation is open, 








haps the most steady branch of freight that our trunk lines 
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haye and will remain so as long as Eastern people eat fresh 
meat, will again become profitable. It sometimes seems as 
if it were the only considerable east-bound through traffic 


THE SOUTHWESTERN RAILROAD WAR for some time seems 
to have been waged chiefly with passenger rates. The com- 
panies opened with freights, which we may call the artillery, 
but used the passenger business to come into close quarters 
asa sort of a bayonet charge, with which it is to be hoped 
that the action will close. Close quarters we may well say, 
for the rate from Kansas City to St. Louis was 50 cents, and 
to Chicago we believe the same rate was charged, though an 
effort was made and agreed to by some of the Chicago roads 
to make no reduction in the rates between Chicago and the 
Mississippi, and confine all reductions to the roads and parts 
of roads west of the Mississippi. Under these circumstances, 
as might be expected, the roads had an enormous passenger 
traffic. Local rates for points 20 miles from Chicago or St. 
Louis were higher than the through rates for 490 or 280 
miles, A lady could afford to go 500 miles to Chicago to 
buy a new dress. This is the season of the year, however, 
when necessary and regular travel is light. Farmers have no 
time to make visits, merchants have laid in their stocks, and 
emigration for the season has ceased. A good five-car train 
with all the seats cecupied running from Kansas City to 


| Chicago in 22 or 24 hours could earn the magnificent sum of 


$140, 

The low passenger rates made the same difficulties for the 
reads east of Chicago and St. Louis that the low freight 
rates did. When a Chicago-Kansas City rate of 50 cents is 
added to a New York-Chicago rate of $20 it doesn’t leave any 
opportunity of making a New York-Kansas City rate by 
way of St. Louis, to which the rate from New York is about 
$25, without reducing the rates on the roads east of St. 
Louis. Again, there wis a tendency for the quarrel to extend 


| eastward to companies not ititerested in the resuit,—a ten- 


dency which they naturally struggle against. 

But in the course of this struggle the Chicago roads came 
to a point where they could not agree among themselves ; 
and heretofore, it must be remembered, they have acted as 
one organization, keeping Mr. Midgely, the Commissioner of 
the old Southwestern Association, as their common agent. 
But the Chicago & Alton is now a St. Louis road as well as 
a Chicago road, and it is reported that the policy which it 
introduced would not be accepted by the Chicago, Burling- 
ton & Quincy, and thereupon this great calamity occurred, 
that the passenger rate from Kansas City to Chicago was 
advanced to $9.50 for limited and $15.25 for unlimited 
tickets, instead of half-a-dollar. What the St. Louis roads 
have done, or whether anything is done about freight rates, 
is not reported; the advance in passenger rates was made 
Tuesday. 


THE GROWTH OF GRAIN TRAFFIC was adduced by Mr. 
Simon Sterne in bis opening argument before the Assembly 
Investigating Committee as evidence that the New York 
railroads have been discriminating against New York city. 
He presented tables showing that New York received 153,- 
000,000 bushels in 1878, and 45,200,000 more then than in 
any previous year, and that of a total increase at the five 
leading ports of 118,000,000 bushels since 1873, New York 
has got 60,000,000 bushels, Philadelphia 20,500,000, and 
Baltimore 28,000,000 bushels; and while there was an in 
crease of 81,000,000 at the five ports since 1876, New York 
received an increase of 57,000,000, Philadelphia 10,000,000 
and Baltimore 12,000,000 bushels. This does not seem to 
be a result of which New York has much reason to complain. 
Most places which get an addition of 60 per cent. to their 
business in one year are tolerably satisfied, even if business 
grows elsewhere at the same time. 


LAKE AND CANAL RatTEs have changed but little during 
the week, but such change as there has been is in the oppc- 
site direction to what might have been expected, consider 
ing that an advancein rail rates was announced for next 
week. By lake from Chicago and Milwaukee to Buffalo the 
quotations have been from 1% to 1% cents per bushel for 
corn and 2 cents for wheat. By canal from Buffalo to New 
York the rates reported until Tuesday were generally 3% 
for corn and 444 for wheat; but Tuesday cargoes were re- 
ported taken at 3% for wheat. ‘[he lowest wheat rate by 
canal that we find reported before this year is 444 cents. At 
this time last year the rate was 4!¢ for wheat and 4 for 
corn. Wednesday canal rates were 3!¢ for corn and 4 for 
wheat. 





NATIONAL CONVENTION OF RAILROAD COM 
MISSIONERS. 


Official Report of the Third General Convention. 





The third general convention of the railroad commission- 
ers of the several states was called to order in the Clarendon 
Hotel, Saratoga Springs, N. Y.,on Tuesday, June 10, by 
Commissioner Briggs, of Massachusetts, Chairman of the 
Executive Committee, who read the resolution passed at the 
Columbus convention in 1878, under which this meeting is 
held. 

On motion of Commissioner Adams, of Massachusetts, 
Commissioner Williams, of Michigan, was appointed Chair- 
manu; and on motion of Commissioner Woodruff, of Connec- 
ticut, the secretaries of the state commissions present were 
appointed secretaries of the convention. The only Secretary 
present was George T. Utley, of the Conneccicut Board. 

On motion of Mr. Adams, the chair was requested to ap- 
point a committee of three to ascertain and report at the 
afternoon session upon the order of new business, if any. 
The chair appointed as such committee Messrs. Adams, of 
Massachusetts, Bonham, of South Carolina, and Turner, of 
Wisconsin. 

On motion of Commissioner Adams, adjourned until 4 

. m. 

. On reassembling in the afternoon the roll of states was 
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called, and the following Commissioners were reported in 
attendance: 

Connecticut—George M. Woodruff, John W. Bacon. 

Illinois—George M. Bogue, John H. Oberly. 

Massachusetts—C. F, Adams, Jr., A. D. Briggs, E. W. 
Kinsley. 

Michigan—W. B. Williams. 

Missouri—James Harding. 

New Hampshire—Granville P. Conn, David E, Willard, 
Wm. A. Pierce. 

South Carolina—Milledge L. Bonham, 

Virginia—Thomas H. Carter. 

Wisconsin—A, J, Turner. 

In addition to the above Commissioners, the following gen- 
tlemen were present: George T, Utley, Secretary of the 
Connecticut Hoard: Joseph H. G Accountant of 
the Massachusetts Board; George E. Towne, of Boston, 
Anditor of the Boston, Clinton *Fitchbur, & New Bedford 
road of Massachusetts; C. P. Leland, of Cleveland, Auditor 
of the Lake Shore & Michigan Southern road, 

On motion of Mr. Woodruff, the reports of committees ap- 
»ointed at the Columbus convention were deferred until 
Vednesday’s session, owing to the non-attendance of several 

commissioners, who were expected on later trains. 

The special committee on the order of new business, 
through Mr. Adams, made the following report: 

NEW BUSINESS. 

‘*The committee appuinted to consider the order in which 
business shall be canlestee by the convention, and what 
new business, if any, should be brought before it, beg leave 
to report that, after due consideration, they see no benefit 
likely to ensue from the discussion by this convention, or by 
committees appointed by it, of abstract questions relating to 
railroads or of matters connected with our duties as commis- 
sioners, except where unity of action or legislation, or a sim- 
ilarity in policy among the several states is clearly desirable 
and cannot otherwise be brought about. 

* It seems indeed to your committee very essential that the 
discussions and actions of the convention should be strictly 
confined to practical questions of this character. Those 
questions are obviously few in number, and, so far as your 
committee are advised, they have been brought to the notice 
of the convention at its previous sessions, and have been re- 
ferred to committees, which it is understood are now ready 
to report upon them. Under these circumstances, your com- 
mittee have to report that they are aware of no new business 
requiring the appointment of additional committees, 

“We would, aretine. recommend that the convention 
proceed at once to the consideration of the reports of the com- 
mittees appointed at its Columbus session, and after the same 
have been disposed of, unless other matters should be brought 
forward by individual coumissioners upon which action is 
desired, that an adjournment be had, subject to the call of 
an executive committee, either on its own motion or at the 
request of any state commission. 

“ A vote to that effect is accordingly herewith submitted. 

“Voted, That the present Executive Committee be con- 
tinued, with the same powers for calling further conventions 
which were conferred upon it by the vote of the convention 
at its session of Nov, 12, 1878; and that the records of this 
and previous sessions, certified by the chairman and secre- 
taries thereof, be placed in their hands for safe keeping. 

‘* Voted, That said Executive Committee have authority 
to fill any vacancies which may occur in their number.” 

The report of the committee was accepted and adopted 
and the resolutions passed, 

On motion of Commissioner Bonham, adjourned till 10 
a.m. Wednesday. 

WEDNESDAY’'S SESSION. 

The first business in order was the report on a Uniform 
System of Accounts and Returns. Commissioner Woodruff, 
Chairman of the Committee on that snbject, presented the 
following report: 

REPORT ON BOOKKEEPING AND ACCOUNTS. 

“The undersigned, in behalf of the Committee on ‘ Book- 
keeping and Accounts,’ appointed at the Convention held at 
Columbus, Ohio, on the 12th of November, 1878, and of the 
railroad accountants who were requested to act with said 
committee, respectfully report: 

“That in pursuance of their instuctions to prepare a uni- 
form system of accounts and returns, this committee first 
issued a schedule for the consideration and criticism of 
those interested in the subject, and on the 24th of April 
last met in the city of New York with Messrs, Leland, of 
Ohio; Shinn, of Pennsylvania; Wilbur and Towne, of Boston, 
railroad accountants, when a large number of communica- 
tions from representative accountants were considered, and 
certain rules and a form of returns agreed upon, which, as 
finally amended and adopted at an adjourned meeting, held 
on the 10th inst., are herewith submitted, viz. : 


RULES, ETC. 
I 


‘* Al liabilities (including interest accrued on funded debt) 
shall be entered upon the books in the month when they are 
incurred, without reference to date of payment. 

IT. 


‘* Expenses shall be charged each month with such supplies, 
materials, etc., as have been used during that month, without 
reference to the tine when they were purchased or paid for. 


ITT. 


‘*No expenditure shall be charged to property accounts, 
except it be for actual increase in construction, equipments 
or other property, unless it is made on old work in such a 
way as to clearly increase the value of the property over and 
above the cost of renewing the original structures, etc. 

‘In such cases only the amount of increased cost shall be 
charged, and the amouut allowed on account of the old work 
shall be stated. 





IV. 

“Mileage of passenger and freight trains shall include 
only the miles shown to be run by distances between sta- 
tions: allowances made to passenger or freight trains for 
switching and all mileage of switching engines, computed 
on a basis of 8 miles per hour for the time of actual service, 
shall be stated separately. y 


*‘ Season-ticket passengers shall be computed on the basis 
of twelve (12) passengers per week for the time of each 
ticket. 

VI. 


‘* Local traffic shall include all passengers carried on local 
tickets and all freight curried at local tanff or special local 
rates. 

‘** All other traffic shall be considered through. 

GENERAL EXHIBIT, 

Dba teens. Ss scene ansess nee. Cc kb dee Cn as coke ee 
Total expense, including taxes............0.cceccc00 ee eeeeee 
Net income bbe ds Sb vice” Subd 51D QEBTIRR CIO. Pi cas vue 
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Dividends declared (per CeNt).... ...---+..200 eeccceerecoess 


Balance for the year..........6. ssssccsceseess 4 aie SA tin AS 

Balance (profit and loss) last year. ................0--seee eens 
Add cr deduct various entries made during the year not 

included above (specifying —. 

Balance (profit and loss) carried forward to next year. ..... 


CHARGES AND CREDITS TO PROPERTY DURING THE YEAR. 
Construction and nt (specifying same).............. 
Other charges (specify | eS eee Sem Terr eT Ty 
Y Ne ae nares aps cnae divinacnsneaates ‘ tying aha ap hevince wens 
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ANALYSIS OF EARNINGS AND EXPENSES. 
Earnings : 
From local passengers...............+5 
| ce ag a : 
ress and extra baggage 
Malls 
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Other sources, passenger department..................0565 
Total cornings passenger department 

Local freight - 

Through freight 

Other sources, freight department........ ........... ae ge 
Total earnings, freight department........ .............e00 0 
Total transportation earnings........ 0... cecceeeececeveeenes 
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EXPENSES. 
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Locomotive service ..........6. s+ 
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Mileage freight cars (debit balance)...........00 .....0..ee0ee 
Telegraph expenses (maintenance and operating)........... 
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Total operating expenses and taxes.................... 


ASSETS AND LIABILITIES, 
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Liabilities: 
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PRESENT OR CONTINGENT LIABILITIES NOT INCLUDED IN BALANCE- 
SHEET. 
Bonds guaranteed by this company or a lien on its road 
oo og EC ee a ee ee 
Over-due interest ON BAME,... «20.600 sccrcce secveceveeeres 
Other liabilities (specifying same)............ 0 .....6..0055. 
MILEAGE, TRAFFIC, BTC. 
Mileage passenger trains............ 0 ....60--ceeeecerceees 
Freight trains ie 
*Switching i 
Other ” 


Total train mileage........... advan drht isthedsieesatasend 
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ies run by passenger, mail, and baggage cars (south or 
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Number of through passengers...........--+eeeceeeeceecreene 
Total number of passengers carried...............60000005 F 
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Number tons local freight carried........ 
Number tons through " 
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I number of cars in passenger trains............... - 
weight of freight trains... ........ ssecrsssceveccers 
number Of cars in train...........00+2 secvcccrscers 
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Length of road, branches, sidings, etc 
Names of officers and directors....... 0 ..--..626 ceceeceeeeeee 
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*If any allowance is made to passenger or freight trains for 
switching, state the amount allowed to each here: 
Passenger trains.... miles Freight trains.... miles. 

+ This division is not compulsory, and need only be given by 
companies so keeping their accounts. 

SARATOGA, June 11, 1879 


(Sign 

wa M. Woon? of Connecticut, 

. J. TuRNER, of Wisconsin, ‘ Sten 

GroRGE M. BoovE, of Llinois, Committee. 
Tuomas H. a J 

>». P. LELAND } 
Grorce E. Towne, { 4°countants. 
J. H. Goopspeen, Secretary.” 








At this stage of the proceedings communications were re- 
ceived and read from Commissioners J. 8. Marmaduke, of 
Missouri, Wm. Bell, Jr., of Ohio, and W. R. Marshall, of 
Minnesota, expressing their interest in the convention and 

sretting their inability to attend this session. 

‘he convention then resumed the consideration of the rc- 
port just presented, 

Mr. Adams said he supposed it was understood that the 
form presen’ was to serve as a basis for state reports to 
which each state might add as they found desirable. 

Mr. Woodruff replied it was so understood and_ the object 
was to find a form which could be complied with through- 
out the whole country. The different state Jaws require 
other particulars which would not change the caracier of 
the returns under the pro d form. 

Mr. Williams asked if the committee had taken into con- 
sideration the expense of moving loaded and unloaded cars, 
to which Mr. Woodruff replied they did not particularly. 

Mr. Adams said that that information on this and other 
points could be furnished whenever the commissioners of 
any state should call for it, as it was optional with them. 

sa matter of information Mr. Leland said that on the 
Lake Shore road the average freight trains consisted of 40 


cars, of which 70 per cent. were loaded, and 75 per cent. of . 


the freight moves eastward. 

In answer to Mr, Williams, Mr. Woodruff replied that in 
Connors the movement of freight was mostly north- 
ward, 

Mr. Williams said the form showed a division of expense 
between repairs of passenger and freight service, but not 
for locomotives. 

Mr. Goodspeed said it was not possible to obtain that 
information, to which Mr, Towne replied that the mileage 
of the locomotives would enable one to obtain the informa 
tion. 

Mr, Leland thought bis experience of 10 years in making 
out reports for six states would justify him in believing that 
the form proposed would be satisfactory in almost every 
state. ' 

Mr, Adams asked if the committee had reason to suppose 
the railroad accountants present at Columbus would join in 
recommending this form for adoption, 

Mr. Goodspeed replied that all but one of them had already 
agreed to it. 

Mr. Towne said this form would give the important infor- 
mation of the expense of moving trains, information which 
has never yet been given by any railroad report. It touches 
a class of questions continually coming Selene the commis- 
sioners ona would give them an opportunity to dispute any 
misstatement which might be ae 

On motion of Mr, Oberly the report of the committee was 
unanimously accepted and adopted. 

Mr. Adams, on + half of the committee on the order of 
new business, offered the following resolution; 

“Whereas, It isan essential feature in any system of uni- 
formity in accounts and returns of railroad corporations 
that tae returns made to the several states should be made 
at the same date and for the same period; therefore 

‘Voted, That, in the opinion of this convention, the 30th 
day of June is the most generally convenient date for the 
closing the yearly accounts of railroad corporations, and 
that it is hereby recommended for general adoption in all 
the states, 

** Voted, That the present committee on accounts be ap- 
pointed to prepare a memorial on this subject to be pre- 
sented on behalf of this convention to the te sislatures of 
the several states at their next sessions, and that, as com- 
missioners, we will use our best endeavors to secure a favor- 
able consideration of the same.” 

Mr. Leland, speaking for the railroad companies, said the 
calendar year ending 81st of December was the most con- 
venient ; butif any change was to be made the 80th of June 
would be the most satisfactory. 

Mr. Adams said if the 80th of June was adopted, the com- 
missioners would be able to have the reports in print and 
ready for distribution at the opening day of the various k g- 
islatures, which would be much more acceptable than the 
plan now of necessity pursued, 

Mr, Williams said the 31st of December is the date 
adopted in Michigan, and some of the companies there bad 
but just entered into that arrangement. The basis or appor- 
tionment of taxation of the roads is made in January on the 
reports made 8ist of December, and for that reason he 
thought the 830th of June would not meet with a favorable 
reception in Michigan. 

General Bonham exhibited the form now in use in South 
Carolina, which was very meagre, and stated that the com- 
panies there are required to make their report on the 81st of 
October, and as the Legislature meets the fourth Monday in 
November, they should need more time if the proposed form 
was adopted, He favored the 80th of June, 

After further discussion, in which that date was favored 
by Commissioners Carter, Oberly, Woodruff and Bogue, the 
resolutions were unanimously adopted, 

Commissioner Turner offered the following resolutions, 
which were unanimously adopted: 

‘* Voted, That the thanks of this convention be tendered to 
the several railroad accountants who have attended the 
meetings of the committee and this convention and assisted 
us by their experience and counsel in preparing a form for a 
uniform system of accounts and returns, 

‘* Voted, That said accountants be invited to join in a re- 
commendation of the new form to the railroad companies of 
the several states, with the request that they keep their ac- 
counts in the manner prescribad, that they may be able to 
give the information contemplated by said form adopted 
by this convention.” 

Mr. Adams, in behalf of the Committee on Taxation of 
Railroads and Railroad Securities, presented the following 
report: 

METHODS OF TAXING RAILROADS, 


The committee appointed at the last convention of com- 
missioners to ‘‘ examine into and report the methods of taxa- 
tion as respects railroads and railroad securities now in use 
in the various States of the Union, as well as in foreign coun- 
tries, aud further to report a plan for an equitable and uni- 
form system for such taxation, at the next meeting of this 
convention,” present the following preliminary 


REPORT ; 


“Shortly after the last convention of commissioners your 
committee issued a circular and accompanying interroga- 
tories, which were sent to all the state executives and to a 
large number of the leading railroad corporations of the 
country. Through the courtesy of the State Department at 
Washington the representatives of the national government 
at the principal capitals in Europe were also called upon for 
information on the railway tax systems there in use. As a 
result, some sixty answers were, in all, received, covering 
the various States of the Union, Canada, E igiand, Belgium, 
Holland, Germany, Russia, Switzerland and Austro-Hun- 
gary. An answer is still to be received from France. The 
information contained in these answers is much of it of great 
value, presenting a large bcdy of facts bearing directly on a 
subject of general interest. Your committee, therefore, now 
present merely a preliminary report, giving the general re 
sults of their inquiry and the conclusions they have deduced 








from them, reserving a more elaborate presentation of the | corporations, ought not to be difficult of adjustment on cor- 
rect principles. 


subject for another time, 

As respects the system of railroad taxation now in use, 
the answers received by your committee show very conclu- 
sively that they are more varied than had been anticipated 
ur than would be supposed to be possible. It may be said 
that there is no one principle run through the various 
systems described; and fui , that there is no method of 
taxation possible to be devised which is not at this time a 
»lied to railroad pr: ty in some part of this country. ) 

‘ar as those now abe recognized principles which should be 

at the basis of all systems of taxation are concerned, they 
would as a rule seem to have been utterly ignored. in two 
adjoining. states, for instance, with roads belonging to one 
company operat ix both, will be found on one side of the 
line a system simple, direct, equitable, imposing a moderate 
and fixed burden from which there is no escape; while on 
the other side of the line, the whole subject is still involved 
in that original crudeness with guess-work for its only basis, 
which marks all those patch-work systems of taxation which 
have been improvised since 1835 to meet the growing needs 
of state and local treastries, without any regard to princi- 
yle or study of the subject, on the popular but fallacious 
«theory that any one knows enough to impose taxes, In cer- 
tain states the railroads are apparently looked upon asa 
species of wind-fall from which everything which can be ex- 
acted in the way of taxation is so much pure gain. In other 
states they escape with very slight and wholly disproportion- 
ate burdens. The franchise tax, the gross and net earnin 
tax, the personal property tax, the realty tax, are all 
met with indiscriminately ; applied sometimes by local 
boards, sometimes wf boards of state equalization, but al- 
most invariably in utter disregard of any principle. A more 
striking, and in some discouraging, example of 
seneral confusion as regards an important matter of fiscal 
fogislation could hardly be i j will more clearly 
appear from the condensed statement of the several systems 
now in use which the committee propose to incorporate in 
their complete report, 

The conclusions reached by your committee as the result of 
its ins estigations, can be very briefly stated. The requi- 
sites of a correct system of railroad, as of other taxation, are 
that it should, in as far as it is possible, be simple, fixed, 

»roportionate, easily ascertained and susceptible of ready 
ey. Very few of the systems now in use were found to 
have any of these features. So far from being fixed, they 
are most of them extremely arbitrary and fluctuating. 
Neither are they proportionate, as in some cases the measure 
of valuation is the market price of securities; in others the 
arbitrary estimates of appraisers; in yet others gross receipts ; 
and in ovhers local assessment. That the tax should be al- 
most impossible of ascertainment under these circumstances 
does not need to be said. As to being susceptible of ready 
levy, any tax assessed on and paid by a railroad corporation 
rust be that, in so faras itis thus levied and assessed. 
This, however, is the case with only a portion of the taxes 
on railroad property, and of the others it is evident that to 
a very great extent they must either be evaded or else are 
in the nature of double taxation, for the securities on which 
they are levied fire in the eye of the law personal property 
assessable at the residence of the owner. Local taxes paid 
by the corporation in one state do not affect these securities 
if held in another, and they are thus subject to an additional 
levy, the amount of which must depend upon the honesty of 
the holders of property or the astuteness of local tax-gather- 
ers. The conclusion at which your committee arrived was, 
that all the requisites of a sound system were found in taxes 
on real pony and on gross receipts, and in no others; in 
fact that, if these were properly imposed, no other taxes 
would be necessary, as noth ing could escape ‘untaxed. 
Under this system the real te of the railroad cor- 
porations held for corporate uses outside of their 
rights of way would locally assessed exactly in 
the same way as the real estate of private per- 
sons or of other me nan a adjoining it was assessed. 
There would be no distinction made in regard to it. It is 
the ordinary tax on real provers . Beyond that a certain 
fixed percentage, established by law and of general applica- 
tion, should be assessed on the entire earnings of the corpora- 
tions, and this should be in lieu of all forms of taxation on 
what is known as personal property. Under this system the 
rolling stock of the corporation would not be assessable in 
its own hands; nor its securities, whether stock or bonds, 
either indirectly through the corporation or directly in the 
hands of those owning them, e entire burden, be the 
same more or less, would be im in one lump on the cor- 
poration and levied oe. t does not need to be pointed 
out that this system is perfectly simple ; that under It taxa- 
tion is fixed by a general law and not by local valuations ; 
that it is thoroughly proportionate, inasmuch as the amount 
levied depends on the amount of receipts ; beer it 
- be nent by any one, and it can by no possibility 
68 OVAL . 

The apportionment of a levy on gross receipts among the 
several states through which a single railroad may run is in 
this country undoubtedly attended with much difficulty, and 
the committee have given careful consideration to the sub- 
ject. The conclusion at which they have arrived is that it 
should be made a matter of mutual understanding among 
the states, and that, as the levies had to be independent, 
they should be apportioned according to mileage. That is, 
the real property of the corporations being assessed where 
situate—the terminal grounds at New York and Chicago at 
those points and on the basis of business valuations there in 
use, and other grounds also where located and at the valua- 
tions, whether business or cultural, of those locations, 
the realty being thus dis of, the entire gross earnings 
of the corporations should be subject to assessment by each 
state through which its road might run in the proportion 
which the miles of road in that state bear to its whole num- 
ber of miles, The percentage of the levy would then be 
greater or smaller according to the law of the state, but the 
oe of the whole amount upon which the levy was to 

»6 made would be fixed and always easy of ascertainment. 

The disposition to be made of the thus levied when paid 
into the hands of the state authorities, whether it should be 
retained in the state treasury or distributed among localities, 
either those through which the road might run or those in 
which the holders of its securities resided, would be matter 
for adjustment by legislation. The disposition to be made 
of a tax in no way affects the question of the proper mode 
of levying it. In their {full report, however, the committee 

will present the methods now in use on this subject and offer 
some suggostions as to any improvements which might be 
made in them. 

Finally, the committee will say that of all the systems of 
taxation examined by them those in use in England, among 
the countries of Europe, and in Mic and Wisconsin, 
among the States of the Union, seem to them most intelligent 
and in conformity with correct principles. The Michigan 
and Wisconsin systems would seem to be jally commend- 
able. The systems in use in many of the oiler states, on the 
contrary, and notably in the states of Massachusetts, New 
York, Pennsylvania and Ohio, are very cumbersome and 
»resent hardly any features worthy of ‘study or imitation. 


lhe subject is one which evilently has in this hp one Mg 
h 


Committee, 





ceived very little mature consideration. It is one alsow 
in view of te influence and direct interest of the 


the conclusions thus generally 


On motion of Mr. Bogue the report was accepted, and, at 
its request, the committee was given time to make a detailed 
report, which Mr. Adams said 


On motion of Mr. Oberly, the Michigan Commissioner was 
appointed a committee to print in pamphlet form the pro- 
ceedings of the conventions held in 1875, 1878 and 1879— 
the number to be furnished each commission to be deter- 
wined by the action of each. 
The Secretary was instructed by vote to furnish a copy of 
the proceedings of this convention to each of the railroad 
journals of the country, 
Adjourned till 4 p. m. tc await the arrival by mail of a re- 
rt from Commissioner Marmaduke, of Missouri, on ‘ the 
rue status of the railroad corporation in the body politic,” 
but on re-assembling at 4.50 p. m., the document had not 
been received, and it was voted that when received it be de- - 
livered to the Executive Committee, subject to the order of 
General Marmaduke. 
Adjourned, to meet again at the call of the Executive 
Commissioners A. D. Briggs, of Massachusetts; 
James Harding, of Missouri; and Wm. Bell, Jr., of Ohio, 


(Signed) 
(Signed) 


Re-arranged Rules Governing the Interchange of 
Freight Cars. 


[As revised at the late convention of the Master Car-builders’ 
Association, | 

Rule 1.—Each road is to deliver the cars to connecting 
roads in good running order, with journals, boxes and bear- 
ings in good condition as defined by the following rules: 
Rule 2.—Each road may maintain an inspector at junc- 
tion stations, and refuse cars unless they are put in good 
running order, 
Rule 3.—Cars may be refused for any of the following 


a, Wheels cracked or broken, 

b. Flat spots on wheels exceeding 214 
c, Flanges with flat vertical surfaces extending over % 
in. from tread of wheel. 
d, Flanges less than 1 in. thick. 

. Wheels chipped on the tread to a depth of more than 
in., or leaving the thread less than 3%¢ in. 

Jf. Axle journals cut, or less than 2% in. in diameter. 

g. Brakes not in efficient condition. 

h. Brake wheels, steps, 
securely fastened or in bad condition. 

i, Drawbars or attachments in bad order. 

j. Leaky roofs on merchandise or grain cars, 
k. Spliced draw-sills or draw-timbers. 

l. Intermediate timbers or outside sills spliced in a manner | 
not provided for in the rules. 

m, The general condition of cars considered unsafe to 
move in heavy trains. 
Rule 4.—In order to give good dispatch to the movement 
of cars, the inspection by the receiving road and the repairs 
by the road offering the car shall be promptly made, 

Rule 5.—In case a car has defects which do not render it 
unsafe to proceed on its journey before being repaired, the 
inspector may note such defects, and the car be accepted, 
subject to being received back in the same condition. 

Rule 6.—In such case a card 4'4 
shown below, may be affixed under the body of the car, for 
the guidance of other inspectors, preferably on the outside 
of the intermediate sill, near the centre of car, stating the 
defects with which the car will be received back. 


NAME or Roap. 


Will be received at..... Srebles 
With following defects 


Rule 7.—In case the receiving and delivering inspectors 
disagree as to the condition of a car, the case is to be imme- 
diately referred to their superior officers. 

Kule 8.—Every effort shall be made to cause the least 
possible hindrance to the dispatch of tratlic in the inspectien 
of cars, and the settlement of any disagreements arising 
thereunder. 
Rule 9.—Each road shall give to foreign cars while on its 
line the same care as to repairs, oiling and packing that it 
gives to its own cars, and shall return them in as 
eral condition as they were when received. 
done, the car may be refused upon its return until it is re- 
paired, or until the company which has used it agrees to 
pay the expense necessary to restore it to such general con- 


Rule 10.—Wheels and axles used to replace those broken 
or worn out under fair usage will be charged to the com- 
owning the truck. 
eels with flat spots exceeding 


w 33-inch wheel (less old) on same axle 


30-inch “ 


Two new 30-inch wheels (less old) 
One axle turned and fitted (less old) 
Second-hand wheels (less old) per wheels or per pair 
Loose wheels refitted on second-hand axle or per pair ......... 
w 36-inch wheel 
‘ rv 3 


e would try to have printed 


Wm. B. WiLLiAMs, Chairman. 
GrorGe T, UTLEY, Secretary. 
HARTFORD, June 14th, 1879. 


ladders or running-boards 


; x 64% in., in the form 


wheels having chipped 


Meakessen sey OB 
When only one wheel is put on an axle, it must be of the 
same circumference as the other wheel on the same axle. 
Prick-punching the wheel seat or shimming the wheel shall | 
under no circumstances be allowed, 
Rule 12.—One railroad company rendering a bill a 
another for wheels or axles shall note on the bill af 


inst 
and 
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; exact description of the mode and manner of its failure 


To such an adjustment your committee have | name of ywanufacturer, the date of all shop marks as found 
hopes that the more elaborate report they now have in prep- | o-each Wheei or axle removed, as well as the owner, num- 
aration, and of which the points only are here submitted, | 
will materially contribute. They would, therefore, ask that 
stated may be accepted by the 
convention, and that permission be given them to report 
hereafter more at length and in print. 

SHARLES F’. ADAMS, Jr. 
Wm. B. WILLIAMS, of 
JOHN H. OBER.y, of IL, 


| ber, class and line of cars or trucks from under which they 
| were taken, and date of removal. They shall mark on the 
inside hub of the wheel substituted the date of its application. 
Bills may be declined until the above information is fully 
furnished. If no marks are found on wheels or axles re- 
moved a notation to that effect must be stated on bill. 

Rule 13. If an accepted foreign car is injured upon a road, 
it shall be repaired by and at the expense of the company 
in possession thereof as promptly as it repairs its own cars. 

Such repairs shall be permanently and thoroughly made, 
and shall conform to the design in detail of the original con- 
struction (provided the same can be determined from the 
car itself), and with the same form, kind and quality of ma- 
terial originally employed. 

The companies may, however, agree with euch other to 
substitute for broken parts new standards, such as the axle- 
bearing and box adopted by the Master Car-Builders, im- 
proved drawbacks, etc., etc. 

Rule 14,—Sills broken or materially injured must be re- 
placed by new ones of the same size and of good quality, an 
ameonties to be made of intermediate ond cota sills to 
which the draw timbers are not attached, which if broken 
between bolster and end sill only, may be spliced with a 
‘*ship splice,” as here shown, of 24 in. in length, and secured 
by three % in. bolts, all to be done in a workmanlike man- 
ner, 








Rule 15.—Any company departing from the above rules 
without authority shall be liable for the cost of changing 
the car again to the original standard. The car may be re- 
fused until the changes are made, or an agreement entered 
into to send it to the maker for such alteration, in which 
case proper credit shall be given for materials removed. 

Rule 16.—Companies shall promptly furnish to each other, 
upon requisition, standard materials for the repair of their 
cars injured upon foreign lines. In such cases the following 
prices may be charged: 

a, Iron castings, 24¢ cts. per pound. 

b. Brass journal-bearings, 20 cts. per pound, 

Rule 17.—When either car trucks or bodies are destroyed 
| on a foreign road, the owners must be notified immediately, 
| that a settlement may be speedily effected, 

The company destroying the same shall have its option 
whether to rebuild it or pay for the same at the established 

rice. 

If it elects to pay for it, a deduction shall be made by the 
owner for the depreciation of the car, truck or body at the 
rate of 6 per cent. per annum upon the yearly depreciated 
value of the parts destroyed since last built. rovided, 
however, that such allowance shall in no case exceed 60 per 
cent, of the established price. 

Until further revision of these rules the price of a new 
house car for settlement under this rule shall be $425, of 
which $215 shall be for the body and $210 for the trucks. 

Rule 18.—If the company destroying the car elects to re- 
build it, no allowance shall be made for betterment. In 
| such case the car, truck, or body shall be rebuilt by and at 
the expense of the road destroying it upon the same plan 
and of the same kind and quality of materials as originally 
constructed, within sixty days. — 

Rule 19.—Any railroad company may become a party to 
these rules by giving notice of its adhesion through its Gene- 
ral Manager or Superintendent to the President of the 
Master Car-Builders’ Association. Each company may with- 
draw from its participation in these rules by giving 30 days’ 
notice to other roads through a general circular. 

Rule 20.—These rules shall take effect on and after July 
1, 1879. 

Rule 21.—Upon an application to the President of the 
Master Car-Builders’ Association in writing from seven rail- 
way companies parties to this agreement, it shell be the 
duty of the said President to call another meeting for the 
revision of the rules. 

Signed by: 

John Kirby, L. 8. & M. 8. Ry. 

W. B. Snow, Ill. Cen. R. R. 

L. G. Gorman, H. & St. Jo. R. R. 

H. Stanley Goodwin, Lehigh Valley R. R. 
| Leander Garey, N. Y. Central & H. R. R. R. 
| John Ortton, Canada Southern R. R. 

A. J. Sanborn, Ind. & St. L. R, R. 
i. M. Hemphill, T. ?. & W. Ry. 
R. F. Goodman, Pa. & N. Y. Canal & R. R. 
H. D. Titus, Southern Central R. R. 
J. C, Fisher, Chic., St. P. & Minn. Ry. 
J. P. Coulter, Ohio & Mississippi R. R. 
W. H. H. Allison, Cin., Ham. & Dayton R. R. 
W. Campbell, Chic. & N. W. Ry. 
U. H. Kohler, Wabash Ry. 
John 8. Lentz, Geneva, Ithaca & Sayre R. R. 
Geo. C. Watrous, Detroit, Lansing & Northern. 
B. K. Verbryck, Chic., R. I. & Pac. R. R. 
R. C. Blackall, Del. & Hudson Canal Co, 
W. B. White, N. Y. Cen. & H. R. R. R. 
C. E. Gore, Laf., Bloom. & Muncie R. R. 
John Hodge, Northern Pacific. 
L. 8. Young, Cleve., Col., Cin. & Ind. Ry. 
A. Steinbrenner, Cleveland & Pittsburgh R. R. 
D. C. Richardson, Boston & Maine R. R. 
| D. B. Peabody, Illinois Midland Ry. 
J. Marsh, Fitchburg R. R. 











; 
24¢ in. in length or “we (hi . 

7a , s > ste 
diameter, or flanges with flat vertical surface extending | Pours f ea, Gree’. W entore By. R. R. 


more than % of an inch from the tread of wheel or less than 
one inch thick shall be considered a worn-out wheel. 

Wheels flatted by sliding 
treads not to be considered as Arty oes under fair usage, : 
and such wheels shall be replaced by the company sliding or IR «2 
chipping them at their own expense. It must be noted on General AR ailroad “Mlews. 
ills the condition of each wheel removed. - ———— 
Rule 11.—Prices for wheels and axles furnished shall be as 


| D. Hoit, N. Y. Cen. & H. R. R. R. 
| F, D. Adams, Boston & Albany R. R. 


| 


Meetings. 


MEETINGS AND ANNOUNCEMENTS. 





a ‘Meetings will be held as follows: 


Cleveland, Tuscarawas Valley & Wheeling, special meet- 


8 | ing to authorize issue of bonds and new stock, at the office in 
2 | Cleveland, O., June 24. 


Railroad Conventions. 

The Yard-Masters’ Mutual. Benefit Association will hold 
| its fifth annual convention at the Gibson House, Cincinnati, 
| June 24 

Dividends. 
Dividends have been declared as follows: 
Boston & Lowell, 1 per cent., semi-annual, payable July 1, 
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New York, New Haven & Hartford. 5 per cent., semi- 
annual, payable July 1. 

Philadelphia, wiaenetes & Baltimore, 4 per cent., 
semi-annual, payable July 1. 

Ashuelot (leased to Connecticut River Company), 114 per 
cent., quarterly, payable July 3. 

Fitchburg, 3 per cent., semi-annual, payable July 1. 

Boston, Revere Beach & Lynn, 8 per cent., semi-annual, 
payable July 1. 

Concord & Portsmouth (leased to Concord Company), 314 
per cent., semi-annusl, payable June 28, 

Union Pacific, 144 per cent., quarterly, payable July 1. 
Transfer books close June 20. 

Foreclosure Sales. 

The St. Paul & Pacific, St. Vineent Extension, was sold in 
St. Paul, Minn., June 14, under foreclosure of the $15,000,- 
000 mortgage, and bought for $1,600,000 for account of 
the St. Paul, Minneapolis & Manitoba Company. Only one 
more section of the road remains to be sold. 

The Jacksonville. Pensacola &: Mobile road will be sold in 
Jacksonville, Fla., Sept. 15, under a decree of the United 
States Circuit Court, the sale including the line from Lake 
City, Fla., to Chattahoochie, 150 miles, with the branches to 
Monticello, 4 miles, and from Tallahassee to St. Marks, 21 
miles, 175 miles of road in all. 

The Florida Central road, from Jacksonville, Fla., to 

Lake City, 59 miles, will be sold at the same time and place, 
in Jacksonville, Sept. 15. Both roads are sold to satisfy 
the lien of the first mortgage bonds. 
_ The Philadelphia & Atlantic City road is to be sold June 
20, the New Jersey Court of Chancery having refused to 
grant the motion for an order to vacate the decree of sale. 
The sale is made to satisfy claims for unpaid wages. 

The Delaware Shore road will be sold at Woodbury, N. J., 
June 28, under a decree of the New Jersey Court of Chan- 
rons 6 It is 20 miles long, from Woodbury to Pennsgrove, 

w 


and was built in 1877. 
Texas Railroad Meeting. 

A meeting of representatives of Texas railroad and 
steamship lines began in New York, June 17. There were 
present officers of the Galveston, Harrisburg & San An- 
tonio, the Galveston, Houston & Henderson, the Houston & 
Texas Central, the International & Great Northern, the 
Texas & Pacific, the Missouri, Kansas & Texas, the St. 
Louis, lron Mountain & Southern, the Morgan and the Mal- 
lory steamship lines. The object of the meeting is to equal- 
ize rates and prevent excessive competition. e ponenn f 
is not yet finished and the results have not been announced, 


ELECTIONS AND APPOINTMENTS. 


Chicago &: Northwestern Proprietary Lines.—At the an- 
nual meetings in Chicago, June 5, the following directors 
and officers were chosen for these companies : 

Plainview.—George W. Van Dusen, H. P. Wilson, J. B. 
Redfield, Albert Keep, Marvin Hughitt; Albert Keep, Presi- 
dent; Marvin Hughitt, Vice-President and Gene Man- 
ager; M. M. Kirkman, Treasurer; J. P. Redfield, Secretary. 
Menominee River.—Albert Keep, M. L. Sykes, Marvin 
Hughitt, J. B. Redfield, M. M. Kirkman; Albert Keep, 
President; M. L. Sykes, Vice-President; J. B. Redfield, Sec- 
retary; M. M. Kirkman, Treasurer. Minnesota Valley.— 
Albert Keep, M. Hughitt, J. B. Redfield, W. F. Dickinson, 
Thos. Wilson; Albert Keep, President; Marvin Hughitt, 
Vice-President; M. M. Kirkman, Treasurer; J. B. field, 
Secretary. Rochester & Northern Minnesota.—Albert Keep, 
M. L. Sykes, M. Hughitt, J. B. Redfield, J. V. Daniels; Al- 
bert Keep, President; Marvin Hughitt, Vice-President; M. 
M. Kirkman, Treasurer; J. B. Redfield, Secretary. Winona 
& St. Peter.—Albert Keep, James H. Howe, David Dows, A 





G. Dulman, M. Hughitt, M. L. Sykes, Augustus Schell, W. 
L. Scott, J. B. Redfield: Albert Keep, President; M. 
L. Sykes, Vice-President; M. L. Sykes, Treasurer; 8. O. 


Howe, Secretary; J. B. Redfield, Assistant Secretary. 
Chicago & Milwaukee.—Albert Keep, James H. Howe, 
David Dows, Marvin Hughitt, A. G. Iman, M. L. Sykes, 
William L. Scott, Augustus Schell, J. B. Redfield; James H. 
Howe, President; Albert Keep, Vice-President; M. L. Sykes, 
Secretary and Treasurer; J. B.. Redfield, Assistant re- 
tary. Elgin & State Line.—Albert ae James H. Howe, 
David Dows, A. G. Dulman, M. L. kes, William L. 
Scott, Marvin Hughitt, M. M. Kirkman, J. B. Redfield; Al- 
bert Keep, President; M. L. Sykes, Vice-President; J. B. 
Redfield, Secretary and Treasurer, State Line d& Union.— 
Albert Keep, James H. Howe, David Dows, A. G. Dulman, 
M. L. Sykes, M. Hughitt, Wm. L. Scott, M. M. Kirkman, 
J. B Redfield; Albert Keep, President; M. L. Sykes, Vice- 
President; J. B. Redfield, Secretary and Treasurer, St. 
Charles.—Albert Keep, M. L. Sykes, M. Hughitt, M. M. 
Kirkman, J. B. Redfield; Albert Keep, President; M. L. 
Sykes, Vice-President, Secretary and Treasurer; J. B. Red 
field, Assistant Secretary and Assistant Treasurer. 


Chicago, St. Louis & New Orleans,—Mr, John Kilkeny 
has been appointed General Treyesng, Passenger Agent, 
with head-quarters at Louisville, Ky. Mr. Kilkeny has been 
for eight years past connected with the Louisville, Cincin- 
nati & Lexington, part of the time as General Passenger 
Agent, and has had large experience in passenger business. 

Cincinnati, Hamilton & Dayton.—At the annual meeting 
in Cincinnati last week. the following directors were chosen: 
Martin Bare, Theodore Cook, L. rrison, Rufus King, 
Henry Lewis, Joseph H. Rogers, R. M. Shoemaker, F. H. 
Short, Preserved Smith. 


Denver & Rio Grande.—-Mr. H., A. Risley has been ap- 
pointed Receiver by the Colorado Cireuit Court. 


Duncannon & Bloomfield,—This Soempeey has been organ- 
ized and Wm. A. Sponsler chosen President. Headquarters 
at New Bloomfield, Perry County, Pa, 


Erie Railway Conductors’ Mutual Relief Association.— 
At the annual meeting in Elmira, June 10, the following 
officers were chosen: President, R. H. Stuart; Vice-Presi- 
dent, Chauncey Hale; Grand Secretary and Treasurer, H. 
R. May; Directors, H. B. Lupton, Eastern Division; George 
Dewitt, Delaware Division; A. A. Pattengill, Susquehanna 
Division; J. A. Farnham, Western Division; W. B. Bassett, 
Rochester Division; C. A. Stuby, Buffalo Division. 


Ft. Wayne & Terre Haute.—This company has_ been 
organized by the election of the following di rs: Edwin 
Evans, Montgomery Hamilton, = C. Trentman, C, F 
Muhler, R. T. McDonald, R. C. Bell, T. B. Hedekin, George 
W. Pixley, F. H. Wolkie, N. J. Holman, J.T. Hanna, Wiz. 
H. Jones. The board elected Edwin Evans President; T. B. 
Hedekin, Vice-President; Wm. ‘H. Jones, : F. H. 
Wolkie, Treasurer. 


George’s Creek & Cumberland.—At the annual meeting 
in Cumberland, Md., recently, the following directors were 
chosen: A. J, Aiken, G. P. Bangs, C. E G. L. Kings- 
land, G. P. Lloyd, Henry Loveridge, Sidney Win ham. 
The board elected Henry Loveridge President; G. P. d, 
Vice-President; Samuel T. Ross, doctenaty. 

Havana, Rantoul & Eastern.—Mr, Winfield 8. Matthias 
has been appointed General Freight and Ticket Agent. 


Jersey City & Albany.—The officers are: Charles Siedler, 
President; F. A. Potts, Treasurer; Delos E. Culver, Secre- 
tary. Office in Jersey City, N. J. 


Kansas Pacific.—Mr. 8. H. H. Clark has assumed charge 
of this road as General Manager for the commpeey} he is also 
General Manager of the Union Pacific. Mr. 8. F. Smith 
(late Receiver) has been appointed General Superintendent. 


Keokuk & Des Moines.—At the annual meeting in Keokuk, 
Ia., recently, the following directors (one-third of the board) 
were chosen: Benjamin Brewster, Theodore Gilman, Francis 
H. Tows, all of New York. The road is leased to the Chicago, 
Rock Island & Pacific. 


Keokuk & Northwestern.—Mr. Smith Hamill, of Keokuk, 
Ta., has been chosen President, in of R. H. Gilmore, re- 
signed. Messrs. C. F. Davis and James F, Dougherty have 
been chosen directors, in place of J. M. Shelley and 8. 8. 
Sample, resigned. 


La Fayette, Frankfort & Indianapolis.—The directors of 
this new company are: H. W. Chase, O. W. Pierce, E. H 
Waldron, La Fayette, Ind.; David Allen, A. B. Gwin, 
Frankfort, Ind. ; Robert McClamroch, Kirklin, Ind.; E. F. 
Claypool, Indianapulis. The board has elected E. H. Wal- 
dron President. 

Lehigh Valley.—Mr. Robert A. Packer has been chosen a 
director, in place of Wm. W. Longstreet, deceased. 

Manhattan & Southeastern.—The officers of this company 
are: President, E. B. Purcell, Manhattan, Kan.; Treasurer, 


J. B. Anderson, Davis County, Kan.; Secretary, T. L. Mar- 
shall, Scranton, Kan. 


Master Car-Builders’ Association. — At the convention 
last week the election of officers was oned one year, 
continuing the old officers as follows: President, Lean- 
der Garey, New York Central & Hudson River; Vice-Presi- 
dent, M. P. Ford, Pittsburgh, Cincinnati & St. Louis; Secre- 
tary, C, A. Smith, Union Tank Line; Treasurer, B. K. Ver- 
bryck, Chicago, Rock Island & Pacific. 


Memphis, Paducah & Northern.—Mr. G. M. Taylor has 
been ee Master Mechanic, in place of H. H. Osborn, 
resigned, He will have charge of the Car Department also. 
Office at Paducah, Ky. 


Miami Valley & Columbus.—At the recent annual meetin, 
in Jamestown, O., the following directors were chosen: 
Ary, Paintersville, O.; J. Q. Adams, J. G. Clemens, James- 
town, O.; J. 8. Pancake, Midway, 0.; Benjamin Harrison, 
Danville, O.; J. B. Anderson, Mt. Sterling, O. ; W.8. Mor- 
gan, Harrisburg, 0.; Theodore Comstock, A. P. Gatch, Col- 
umbus, 0. The board elected A. P. Gatch, President; J. G. 
Clemens. Vice-President. 


Missouri, Kansas & Texas.—Mr, A. Mitchell, late Gen- 
eral Superintendent. has been appointed General seemed 
in place of William Bond, resigned. Mr. C. M. Sheafe has 
been appointed Superintendent of Transportation, and will 
have charge of all matters pertaining to transportation 
heretofore assigned to the General Superintendent. His 
office is at Sedalia, Mo. 

Mr. L. Pearson, Superintendent of the Neosho Division, 
has been appointed Superintendent of the Sedalia & Fort 
Scott Division also. His office will be at Sedalia, Mo, 

All matters pertaining to right of way, track, bridges, 
buildings and water “— y are placed under the supervision 
of the Engineer: with whom division superintendents will 
confer, and whose orders they will respect, concerning same ; 
but this will not relieve them from any of their present 
duties or responsibilities. 


Morgan’s Louisiana & Texas.—The officers of this road 
are: Charles A. Whitney & Co., Managers; George Pandely, 
General Superintendent; Newell Tilton, Assistant Superin- 
tendent and Chief Engineer; Thomas A. Stephens, General 
Freight Agent; P. J. Huder, General Ticket Agent: George 
A. Ellsworth, Train Dispatcher. 


Ogdensburg & Lake Champlain.—At the annual meeting 
in Ogdensburg, N. Y., June 18, the following directors were 
chosen: W. J. Averill, D. W. Lawrence, Edward H. Harri- 
man, H, R. Duval, 8 Fish, 8. M. Felton, E. B. Phillips, John 

. Adams, N. J. Rust, N. Cushing, W. A. Haskell, J. H. 


arrar, Ww. L. Frost. 


Peoria, Pekin & Jacksonville,—At the annual meeting in 
Peoria, Lil., June 13, the following directors were chosen: 
Jobn Allen, John H, Allen, George T. M. Davis, James F. 
Kelsey, John 8S. Lee, Charles Macabe, B. F. Blossom, The 
board reélected John Allen President; Wm. C. Phillips, Sec- 
retary. 


Port Huron & Northwestern.—The directors of this com- 
vany are: Henry Howard, John P. Sanborn, Fred, L. Wells, 
ilas L. Ballentine, Peter B. Sanborn, James Beard, Charles 

A. Ward, Wm. Hartsuff, Henry McMorran, Charles F. Har- 
rington, Charles R. Brown, all of Port Huron, Michigan. 


Ridgefield & New York,—The following officers have been 
elected: Elwood Burdsall, President; Wm. Mead, Vice- 
President; Ephraim Sours, Secretary ; Hiram K. Scott, 
Treasurer; Daniel L. Adams, Seth 8. Cook, Ebenezer Jones, 
Executive Committee. 


Rock Island & Peoria.—At the annual meeting in Rock 
Island, June 10, the following directors were chosen: P. L. 
Cable, R. R. Cable, Joseph Gaskell, C, Lynde, Rock Island, 
Ill.; H. H. Decker, David Dows, H. H. Porter, New York. 
The board chose the following officers: President, P. L. 
Cable; Vice-President, R. R. Cable; Secretary, C, Lynde; 
Treasurer, Joseph Gaskell; Executive Committee, P. L. 
Cable, R. R. Cable, C. Lynde. 


Rome & Clinton.— At the annual meeting in Rome, N. Y., 
June 17, the following directors were chosen: E. J. Arm- | 
strong, B. J. Beach, Wm. 8. Bartlett, L. H. Shattuck, J. L. | 
Scollord, A. W. Mills, O. 8. Williams, J. E. Elliott, G. B. | 
Phelps, A. E. Ethridge, G. V. Seldon, E. Huntington, J. R. 
Miller, The board elected Wm. 8. Bartlett President; E. B. 
Armstrong, Vice-President; A. W. Mills, Secretary and 
Treasurer. The road is worked by the Delaware, acka- 
wanna & Western. 


Clark, Omaha, Neb.; F. L. Ames, Boston; 
ney Dillon, Jay Gould, Alfred Mitchell, C. 
sell Sage, J. J. Slocum, New York. 


Wawayanda.—The officers of this new company are: 
President, John H Brown, Wawayanda, Sussex Couvty, 
N. J.; Vice-President, Wm. Simpson; Mcafee Valley, Sus- 
sex County, N. J.; Secretary, John Cowdrey, Warwick, N. 
Y.; Treasurer, Thomas Willing, Warwick, N. Y. 


Wm. Bond, Sid- 
W. Osborne, Rus- 


PERSONAL. 


—Mr. Solomon W, Roberts has resigned his position as 
Chief Engineer of the North Pennsylvania Railroad, on ac- 
count of the lease of the road to the Reading Company. 
Mr. Roberts has been Chief Engineer of the road tor 
yeore, serving also as Superintendent a large part of the 

ea. 





—Mr. Albert W. Cobb, Auditor and General Freight and 
Ticket Agent of the Mineral Point Railroad, was married 
June 11 to Miss Fannie Wilkins, of Chicago. 


-—-Mr. Wm. H. Vanderbilt arrived in New York June 15, 
his stay in England having been very short, only ten days 
or 80, 


—A telegram announces the death of Mr, Charles E, Fol- 
lett, General Passenger Agent of Vandalia Line, at St. Louis, 
June 16, after an illness of about a month. Mr. Follett bad 
been with the Vandalia Line since 1871, and was previously 
on the Obio & Mississippi. 


—The California Workingmen’s Party has nominated for 
Railroad Commissioners Henry W. Larkin, of Yuba, for the 
First, and Gen. George H, Stoneman, of Los Angeles, for 
the Third District. Gen, Stoneman isa graduate of West 
Point and formerly an officer in the army; he has been a 
member of the present board of Transportation Commis- 
sioners. Mr. Larkin isa farmer. 





TRAFFIC AND EARNINGS. 





Railroad Earnings. 
Earnings for various periods are reported as follows: 
Five months ending May 31: 
187% 














), 1878, Inc. or Dee. P.e, 
Cairo & St. Louis.... $80,048 $88,674 L $1,274 14 
Cleve., Mt. Vernon & 

Delaware... ...... 148,557 149,840 D. 1,283 0.9 
International & Great 

ET 196,595 508,037 I. 87,658 17.2 
Paducah & Elizabeth- 

ee arr 108,312 130,020 D, 21,708 16.7 
St. L., Alton & T. H., 

Belleville Line..... 213,360 186,810 I, 26,550 142 
St. Louis & 8. E...... 440,848 442,764 D. 1,916 0.4 
Scioto Vallev......... 116,777 80,981 I. 26,706 20.8 

Four months ending April 30 : 

At., Miss. & Ohio..... 482.260 $516,508 D. $34,248 6.6 

Net earnings....... 187,087 148,418 I, 38,660 261 
Bur., Cedar Rapids & 

Northern........... 426.695 153,026 D, 126,331 22.8 

Net earnings........ 142,871 176,253 D, 33,382 18.9 
Cleve., Mt. Vernon 

2 Rare 113,770 119,452 D. 5,682 4.8 

Net earnings........ 9,382 22,666 D, 13,284 58.5 
Dakota Southern. .... 71,742 68,682 1, 4,000 4.5 

Net earnings....... 31,417 38.270 D. 6,853 17.9 
International & Great 

Northern..... iets 511,964 427.232 1. 84,752 19.8 

Net earvings........ 162,269 130,300 LL 31,870 24.4 
Kan. City, St. Joe & 

Council Bluffs...... 531,381 501,808 I, 20,573 0.6 

Net earnings........ 215,915 177,571 1, 38,544 21.6 
Memphis, Paduéah 

& Northern......... 50,829 66,732 D. 15,903 23.8 

Net earnings.... ... 3.540 eee. haddas ; eee 
Nash,, Chatta. & St. 

DIED pte betdses! obs 593,315 605.303 D. 11,988 2.0 

Net earnings.... .. 230,565 220,663 1. 702 3 
St. Louis, Iron Mt. 

& Southern......... 44,5338 1,544,138 I. 395 sabe 

Net earnings....... 369,593 519.271 D. 140,678 28.8 
St. Paul & Sioux 

as pies dadeo'scus 192,167 180,248 I. 11,919 6.6 

Net earnings........ 73,458 67,167 1, 6,201 0.4 
Sioux City & St 

ee sbs o ve 100,979 116.544 D. 15,565 13.4 

Net earnings........ 13,809 33,650 D, 19.4630 50.0 
Southern Minnesota, . 162,397 238,500 D, T6195 31.3 

Net earnings ..... 3 91,207 136,556 D, 42,349 31.7 

Month of April; 

Great Western........ $205,100 $305,900 D. $10,800 a5 

Net “arnings.... 41,600 37,600 1, 4,000 10.6 
Nash., Chatta. & 

Louis Fe he bee ee 128,506 128,460 I, 37 — 

Net earnings.,...... 35,100 36,067 D. ROS 2.4 

Monthof May: 

Cairo & St. Louis..... $18,903 $25.514 D. $6,611 26.0 
Cleve., Mount Vernon 

i Debits kaciphese 34,787 30,388 I, 4.300 14.5 
International & Great 

Northern....,..+++++ 84,631 81,705 I, 2,026 3.6 
Paducah & Elizabeth- 

RA 19,405 25,127 D. 5,722 22.8 
St. Louis, Alton & 

Terre Haute, Belle- 

ville lines....... ... 36,780 36,404 I, 376 1.0 
St. Louis & South- 

eastern, St. Louis 

hs hn ieihton Sine o bth te 53,138 46,021 1, TAW 16.5 
St. Louis & 8. E., Ky. 

BOP ecb bice bate aos 27,423 29,037 D. 1,614 5.6 
St. Louis & 8. E., 

_ & BR Sar 11,383 18.071 D. 6,688 37.0 
Scioto Valley......... 25,578 24,289 I, 1,280 5.3 

First week in June: 

Chicago, Mil. & St. 

yt RR es $195,000 $147,204 1. $47,706 32.4 
Kansas Pacific........ 86,435 58.919 1, 27,516 46.7 
St. Louis, Iron Mt. 

& Southern,........ 65,800 72,000 D. 7,100 9.7 

Week ending June 7: 

Grand Trunk. ...... $135,574 $153.579 D. $18,005 11,7 


Grain Movement. 


For the week ending June 7 receipts and shipments of 
rrain of all kinds at the eight reporting Nortl,western mar- 





Saginaw Valley & St. Louis.—Mr. John B, Mulliken, who 
is also General Superintendent of the Detroit, Lansing & 
Northern, assumes charge of this road as Managing Director. 
He has appoimted W. A. Carpenter, General Freight and 
Passenger Agent; J. E. Howard, Treasurer, and J. F. | 
Reekie, General Account int, all of these officers holding the | 
same positions on the Detroit, Lansing & Northern. r. N. 
W. Merrill remains in immediate charge of the road as Su- | 
perintendent, with office in Saginaw City, Michigan. 


South Carolina Railroad Commission.—Hon, Milledge L. | 
Bonham is Railroad Commissioner of South Carolina under 
| the law passed last winter. In last week’s report of the 
Railroad Commissioners’ Convention the name was incor- | 
rectly printed Milton L. Bonham. 

St. Joseph d& Western.—At the annual meet 
the followin 
ville, Kan.: Edward Knowles, Se: 
Hiawatha, Kan.; A. M. Saxton, 


, June 12, 


direc‘ors were chosen: Frank Schmidt, Ma 
meca, Kan.; E. N. Mer 
St. Joseph, Mo.; 8. H. H 











ets, and receipts at the seven Atlantic ports, have been, in 
bushels, for the past six years: 






North- —Northwestern shipments— 

western P.c, Atlantic 

receipts. Total. yg by rail. receipts. 

1874.. ceeeess 5,785,257 3,897,590 1,083,705 27.8 4,878,691 
1875. osee . 2,108,200 2,602,067 852,905 31.7 4,002,150 
1876..........-.. 6,094,854 5,042,385 2,147,670 42.6 4,973,426 
1 SE . 2,215,000 2,783,325 624,387 22.4 3,204,502 
| SEB ‘ 1.073 4,542,030 1,169,514 24.8 5,800,007 
BUS 30° oes . 6,524,578 6,781,520 3,008,164 44.4 7,042,545 
The receipts at Northwestern markets for the week this 


year are greater even than for the previous week, the largest 
of the year, and equalled but once before harvest last year 
and but four times after harvest. After this week last year 
receipts dropped off rapidly, the season being carly and the 
farmers being generally engaged in other work and having 
bad opportunity to market their grain earlier. Of the re 


ceipts this year, 59.6 per cent. were at Chicago, 10.7 at Mil- 
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waukee, 10.2 at St. Louis, 7.3 at Peoria, 4.2 at Duluth, 3.9 
at Toledo, 3.1 at Detroit, and 1 per cent. at Cleveland. Three- 
fifths of the whole receipts were corn, and nearly three- 
fourths of the corn were received at Chicago. 

Th: shipments from Northwestern markets are not onl 
the lurgest of this year, but much greater than in any wee 
before harvest in any year. The rail shipments 
were especially large, never before equalled when navigation 
was open, and equalled but twice while navigation was 
closed, and that just before the opening of navigation this 
year. Shipments were btless stimulated by the an- 
nouncement that rail rates would be raised the next week; 
but it is not rail apes alone that were exceptionally 
large, the shipments by lake were never but once so large in 
a week before harvest, and that once was in the week ending 
Mey 17 of this year, 

The receipts of the week this year at Atlantic ports are 
also phenomenally large, and were never equalled before 
except three times last pone-caee ee August, once in Sep- 
tember, and once in O r. Of the receipts this year, 51.5 
er cent. were at New York, 20.6 at Philadelphia, 13,7 at 
jaltimore, 6.4 at Montreal, 6 at Boston, 1.7 at New Orleans, 
and 0.1 per cent. at Portland. New York’s receipts are the 
largest of the year, both in amount and proportion; Phila- 
delphia’s are the largest in amount, but it has had a larger 
powne eight times this year. Baltimore has but once 
vefore this year received so small a proportion of the total. 
It is understood that the Baltimore & Ohio has not been 
working for business while rates have been so extremely low. 

For the week ending June 17 (Tuesday), receipts ond ship- 
ments at Chicago and” Milwaukee were: 


Receipts. Shipments. 
ee EMT TPocor er errr. red 2,825,658 
BE wakes ..6.« vicsinsase Mivwcakos seceeee, 616,150 407,200 


Both receipts and shipments were very much less than for 
the preceding week, when grain was hurried forward, be- 
cause an advance was announced for the next week. 

For the same week receipts and shipments at Buffalo 


were: 





Receipts. Shipments. 

Dy tall: ...:: iwi eo Levis vv ten 000 114,884 
BW Wael... i. citdvacsteds ctOhe tet 2,374,025 840,837 
Total...» ss:cckameuenoal 3,241,025 1,955,721 


The water movement is smaller, the rail movement much 
greater, than for the co nding week last year. Since 
canal navigation opened this year, the railroads have taken 
47 per cent. of all the grain shipped from Buffalo—an extra- 
ordinarily large proportion, 

lor the same week, ending June 17, receipts at the four 
leading Atlantic ports were: 





——— ——— Week ending ee 

June 17, °79. June 10, °79. June 16, °78. 
Mew Woes... ceccedveadees 3,149,998 3, 192,242 2,362,787 
Philadelphia,........... --1,021,000 1,171,36 724,700 
Baltimore. ......ececodacs 1,123,759 943,079 513,059 
OR eo edi scr ahial seeee 317,705 442,415 365,000 
The four. —..5,612,552 5,748,836 3,967,546 


New York has 58 per cent. of the total the last week this 
year, against 60 per cent. the corresponding week last year. 
jaltimore receives more than Philadelphia for the first time 

for many weeks. 

Of the receipts at New York for the last week, 1,775,021 

bushels, or 5614 per cent., were by rail, against 28 per cent. 
in the corresponding week last year. 


Coal Movement, 


, Ge yal tonnages for the week ending June 7 are reported as 
OMOWS: 


1879. 1878. Inc. orDec. P.c. 
Amthrachhs, «6:5 cseseccvddes 500,106 476,939 I, 25,167 40 
Semi-bituminous........ seoe 72,807 «9,746 1. 2,651 3.8 
Bituminous, Pennsylvania.. 27,305 38,117 D, 10,812 28.4 
Coke, Pennsylvania...... .. ai ike suck cacectes Ke 


The coal tonnage of the New York state canals up to May 
51 was as follows: 


1879. 1878. Inc. or Dee. P.c, 

Anthracite. . py ee 132,020 67.770 I. 64,250 94.8 
BOOMING UD  ccddccdceechete 11,349 18,477 D. 7,128 38.5 
Pemab.i.. se, 143,369 86,247 I. 57,122 66.3 


The canals opened May 8 this year and April 15 in 1878, 
giving 24 days more of navigation or twice as long a period 
last year. 

‘The coal tonnage to Louisville last year from mines on the 
Paducah & Elizabethtown road was 80,000 tons, or about 
one-fifth of the entire supply of the city. This year the 
trade has been increased, owing to the scarcity of Pittsburgh 
coal in consequence of the continued low water in the Ohio. 


Jotton. 
For the week ending June 18 and the crop year from Sept. 
1 to that date, original receipts at shipping ports are reported 
* ee in bales, by the Commercial and Financial 
Chronicle : 


1879, 1878. 1877. 1876. 1875. 
WOOR. vs0%n 6,612 11,231 8,526 8,444 12,838 
Crop year...4,407,422 4,219,715 3,923,562 4,087,057 3,435,134 


Exports for the —. year have been 8,811,598 bales this 
year against 3,238,202 last year, down to June 6, The re- 
ceipts for two years and the exports this year and their per- 
centages at places which have had as much as 10 per cent. 
of the business have been: 


~~-Receipts, bales-— Bales -—P. c. of total-—, 

pee. Receipts. Ex'ts. 

1879. 1878, 187 1879, 1878, 1879. 

New Orleans.1,167,090 1,359,741 1,212,340 26.5 32.3 36.7 
Mobile....... 360,731 «409,338 123,214 8.2 9.7 3.7 
Charleston.. 513,500 456,371 383,603 11.9 108 11.6 
Savannah... 701,563 587,164 461,355 15.9 110 140 
Galveston... 558,244 40,460 347.006 12.7 10.5 10.5 
Norfolk....., 556,084 558 195,538 127 I11L9 5.9 


These six ports had 87.9 oe! cent, of the receipts and 82.4 
per cent. of the exports this — and 89.2 per cent. of the 
receipts last year. _—_ rom other places were 8.1 per 
cent. from New York, 2 per cent. from Wilmington, 0.5 per 
cent. from Florida ports, and 7 per cent. from various other 
places not specified. 


Lake Superior Iron Ore. 


Shipments of iron ore from the Lake Superior region from 
the opening of navigation up to May 28 were: From L’Anse, 


2,526 ; from Marquette, 724; from Escanaba, 73,750 ; 
total, 109,000 tons. Shipments of pig-iron from Marquette 


for the same time were 1,589 tons. 


East-bound Rates. 


The tariff which went into effect June 9 is the first regular 
tariff for along time. By it the rates from Chicago to New 


York are, in cents per 100 Ibs, ; 
Meats in 
boxes 
-—— Clas end Bulk Fresh Dressed 
. 8 & 4 Grain, bbls. meats. meat. hogs. Cheese. 
120 90 70 20 15 20 25 744 » 50 


As usual, flour per barrel is twice the rate of grain per 100 
lbs. Grass and clover seed go at fourth-class rates. 
The usual differences are made: to Boston ten cents more 


‘New York were sold at the same time for $10.50. 


THE RAILROAD GAZETTE. 


except fresh meats, poultry, game, ete., which are 714 high- 
er, or 75 cents per 100 Ibs. To Philadelphia is two cents 
aud to Baltimore three cents lower on all freights whatso- 
ever. To Buffalo and Pittsburgh rates are the same, except 
on the very lowest. classes, on which lake competition makes 
the rates lowest to Buffalo, thus: 


-—YVerts— 


Chicago to 4th class. Grain. Boxed. Bulk. 
NEE oso cic ccend cas 2% 10 12% 15 
PURI 6556s c ceccvasecs 15 12 Lis) 17% 


This tariff will expire this week, and next Monday the 
new one, 5 cents higher on the low classes, will go into effect. 
The new one, too, will differ considerably from any ever 
heretofore made in the rates from points nearer than Chi- 
cago to New York, to which ‘‘McGraham’s table” no 
longer applies. 


East-Bound Passenger Rates. 


A short but very lively war in passenger rates broke out 
in Kansas City last week, and tickets to Chicago and St. 
Louis for a few days were down to merely nominal rates. 
Agents of the different lines are said to have sold tickets for 

cents and even given them away. Through yg ve to 
watest 
advices are that the war came to an end June 17, when the 
regular rates were restored by all parties. 


THE SCRAP HEAP 


Railroad Equipment Notes. 

The Harrisburg (Pa.) Car Co. recently received orders for 
1,050 more cars, in addition to the large number already 
under construction. 

The Michigan Car Co., of Detroit, Mich., has opened an 
office at No. 92 Dearborn street, Chicago, Mr. Charles E. 
Barrett in charge. 

The New York office of the Danforth Locomotive and 
Machine Co, (of Paterson, N. J.) has been removed to No. 
115 Broadway, Room 79. Mr. H. A. Allen remains agent. 

The Chicago, Rock Island & Pacific shops in Chicago 

ny turned out three new sleeping-cars for use on the 
road, 
The car-spring works of N. & A. Middleton, in Philadel- 
ohia, are running extra time on orders for 4,500 sets of 
reight springs for the New Jersey Central, and for a large 
number of springs for the Chicago, Burlington & Quincy 
and other Western roads, 

The Manchester (N. H.) Locomotive Works have just 
finished two shifting engines for the Boston & Maine, and 
are building five very heavy freight engines for the Chicago, 
Burlington & Quincy. 

The Schenectady Locomotive Works are building five 
heavy passenger engines, with 18 by 24 in. cylinders and 
5 ft. 9 in. drivers, for the Chicago & Alton va | 
[ron and Manufacturing Notes. 

The Bethlehem Iron Co. has put into blast the furnace at 
Bingen, Pa., lately bought from the North Penn Iron Co. 

The Tuscarawas Coal & Iron Co, has started up its blast 
furnace at Canal Dover, O. 

The Portsmouth (O.) Foundry & Machine Works lately 
shipped to New Orleans four boilers, each 42 in. diameter 
and 26 ft. long. 

The Columbus (O.) Rolling Mill has orders for 10,000 tons 
of iron rails, and will be kept busy some time. . 

The Clove Furnace (Peter P. Parrott, proprietor), Green- 
wood Iron Works, Orange County, N, Y., completed its 
eighth year in blast May 25, 1879, running principally on 
No. 1 X foundry iron. The furnace is still in excellent con- 
dition, and promises for some time to come equally as good 
work as in the past.—Pittsburgh American Manufacturer. 

Experiments with a German process for dephosphorizing 
iron ore are being made at Hamden Furnace, Ohio. j 

The personal property of the Charlotte Furnace Co., in 
Greenup County, Ky., was recently sold under an attach- 
ment sued out by the Eastern Kentucky Railroad Co. 

The Chateaugay Iron Co, has made arrangements to build 
a bs 208 furnace at the Chateaugay ore bed in Clinton County, 





The Indianapolis Rolling Mill has lately delivered a large 
lot of iron rails to the Louisville, New Albany & Chicago 
road, 

The Pennsylvania Iron Works, at Danville, Pa., are being 
repaired and made ready to start up. The company is dis- 
cussing the question of adding steel works and undertaking 
the manufacture of steel rails. 

D. W. C. Carroll & Co., of Pittsburgh are building 10 oil 
— each of 30,000 barrels capacity, for the Standard 
Oil Co, 

The Baltimore & Ohio rolling mill, at Cumberland, Md., 
made last month 749 tons of finished iron. The plate mill 
was started up last week. 

The Burgess [ron & Steel Works, at Portsmouth, O., are 
full of work, with orders ahead. 


Bridge Notes. 


The Morse Bridge Co., of Youngstown, O., has the con- 
tract for an iron highway bridge over the Wabash River at 
Peru, Ind. It will be 355 ft. long, with roadway 22 ft. wide 
and two sidewalks, each 6 ft. wide. 

The Wrought Iron Bridge Co., at Canton, O., has received 
a contract for an iron highway bridge over the Minnesota 
River at Mankato, Minn. It will have three fixed spans, 
each 113 ft. 4in., and a draw-span 180 ft. long. 

The Pittsburgh Bridge Company has a contract for an iron 
highway bridge of 165 ft. span at Powhattan, O., the con- 
tract price being $3,200. 

The Clinton Bridge Co., at Clinton, Ia., has taken the con- 
tract for the bridges on the extension of the Indianapolis, 
Decatur & Springfield road. 

The Selectmen of Westfield, Mass., will receive proposals 
until July 1 for a bridge over Westfield River on Elm street 
inthat town. Itis to have two spans, 190 ft. each, 25 ft. 
clear roadway and one 6-ft. sidewalk; bridge to be 
wrought-iron truss, trusses 27 to 30 ft. deep and 14 panels 
in each span; wrought-iron floor beams, white oak or chest- 
nut joists and white oak floor plank. 


Prices of Rails. 


Steel rails are unchanged, the mills bein 
Inquiries are frequent and prices a shade 
being $42.50 to $45 per ton at mill. 


still very busy. 


fr 


are full for three months ahead. 


$36.50 to $38 per ton at mill. 

Old rails are scarce and demand active. Prices quoted 
are $23 per ton in Philadelphia for iron; $22 to $23 per ton 
for old iron and $24 to $25 for old steel rails in Pittsburgh. 
Trestle Work. 


An exchange, referring to a projected road cruelly says 


tion of one who has died since the previous meeting. 





on first and second-class, and five cents on the other freights |. “Try not the pass” the President said, “if you work on 


rmer, quotations 


Iron rails are still in active demand, and most of the mills 
Sales are reported of 4,500 
tons, 8,000 tons and a number of smaller lots. Prices are 


“The company has had its annual meeting and appointed : 1 
the same officers and directors as heretofore, with the excep- | an entering wedge to commerce with Mexico, not as now, on 
From 


resent appearances the whole board of directors will have 
e to die before the road is built.” 
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tis road you can’t deadhead.”—Bridgeport (Conn.) Stand- 
ard, 

The déarest privilege of the average commuter is that of 
grumbling at the road. Put him on a road where the train 
service was absolutely perfect, the train-men polished gen- 

| tlemen and the commutation rates merely nominal, he would 

a for something to complain about and would finally 

eave in disgust for some other road. 

| We hear of a telegraph operator on a railroad, who, like 
the nautical Rackstraw, loves above his station. He can 

| hardly keep his eyes from the down train.—- Boston Adver- 

| tiser. 

| An Annual Pass Through a Pipe Line. 

Some weeks ago a railroad official of this city went east 
on a summer jaunt. Among other places visited was 
Warren, Pennsylvania, He had an annual pass over the 
“Warren & Tonawanda Narrow Gauge road,” and thought 
he would like to take a ride. Now it appears that once upon 
a time some enterprising citizens of Pennsylvania concluded 
to lay a pipe line for petroleum between these points, and 
applied § Tagiletante for a charter and were refused. They 
then quietly engineered a bill for the building of a narrow- 
gauge road, which, not interfering with any oil capitatists, 
went through. Having procured the right of way and 
christened their oil line the ‘‘ Warren & Tonawanda Narrow- 
Gauge Railroad,” they carried the joke to the extent of 
issuing annual passes over the road, which they sent to rail- 
road officials all over the country, receiving passes in returr. 
The traveler found the station at Warren nearly all chin- 
ney, and “ narrow-gauge” an iron-lined hole in the ground. 
He is moved to anger at the slightest reference to the 
‘* Warren & Tonawanda n. g.”—IJndianapolis News. 
Narrow-Gauge Parlor Cars. 

The Woodruff Parlor Car Company, of this city, has just 
built and equipped three new cars for the Manhattan Beach 
Railroad, the frst of a lot of fifteen to be constructed for 
that company. The cars are equipped with patent plat- 
forms and couplers, and by a _ peculiar arrangement of 
springs it is asserted that no jarring or swaying of the cars 
will be perceptible. The ends of the cars are rounded, and 
the platforms, which are protected by spring gates, are 
roomy enough for passengers to place camp chairs upon 
them and thus have an open air ride if they wish. At each 
end of the car a room with seating room for eight or ten 
persons is partitioned off, which will be used asa smoking- 
room. The floor of these rooms is covered with linoleum 
yainted in neat designs, and the seats are hantsomely up- 
10lstered. The curtains arewf tapestry, with floral designs 
worked in silk. The central compartment or parlor of each 
car is finished in different style. Along each side of the car 
a row of revolving chairs of closely woven cane or leather is 
placed, and an extra row of chairs is provided, which can be 
moved from one side of the car to the other. The floor is 
covered with Axminster or moquet carpets, and the interior 
fittings are of ash, cherry, walnut, chestnut and other native 
woods, The sashes and the window castings are of mahog- 
any, and the windows, which are of a single piece of plate 
glass, have an embossed border. The ceilings are hand- 
somely frescoed. Each car has a toilet-roon neatly fitted 
up.—Pittsburgh Telegraph. 


} 
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OLD AND NEW ROADS. 


Amsterdam Prices of American Securities.— 
Quotations published May 31 on the Amsterdam Stock Ex- 
change were: 








Cee OD Eo io ris dedasece cdoccceddodecvenccroccduese 101 
Atchison, Topeka & Santa Fe 7s...... epeaiemo.¢ 110 
Atlantic & Great Western 7s (Ohio mortgage)............. 0214 
Atlantic, Mississippi & Ohio 7s...... eee iets A oO 
| Cairo & St. Louis’7s...... 0 .......-eee Uacccevcrpocesseoeces 2214 
Central Pacific 68............ aed vend babe swag alg en 107% 
Chicago & Northwestern preferred stock.............-+.+. 82 7-16 
Chicago & Southwestern 78.. .... .....ccccceceeeeeeeeenee 10734 
Cleve, Mt. Vernon & Delaware 7s....... 354 
: Columbus Extension 7s....... anearsert dwosknse 34 
DOVET PE Ts aae ir diccde cece cercccccteneserstorension sé 66% 
Denver & Boulder Valley 78............-606 ceeceeee soeees 48 
Des Moines & Fort Dodge 6s.............-cc0ee eens ceeeees 853g 
St. Louis & Southeastern 7s Prartrrerri rin Tt 644 
Oregon & California certificates....... 2034 
Paducah & Elizabethtown certificates......... 0 ........65- 19 
Paducah & Memphis 7s....... — 2354 
St. Paul & Pacific, First Division 7s 70 
- Second Division 78............ .- 30% 
Port Huron & Lake Michigan 78..............20ceeseeeeeee f 214 


Atchison, Topeka & Santa Fe.—A correspondent of 
the New York Times, writing from Soldier’s Farewell, New 
Mexico, says: ‘‘ Asis now well known, the Atchison, To- 
peka & Santa Fe Railr ane Nay “i has received the Soncra 
land grant which the Southern Pacific so much coveted, and 
which, though it gives 15,000 acres of land to the mile, is of 
even greater moment to the Southern Pacific, for its pees 
to another road brings at last the much-dreaded rival line to 
contest for the business of the Pacific coast. The grant was 
originally from El Paso, on the Rio Grande, the proposed 
junction of the Southern and Texas Pacific roads, to Guay- 
mas, on the Gulf of California, 850 miles above where it 
empties into the Pacific and about the same distance from 
Mazatlan. The line of the Atchison, Topeka & Santa Fe 
road leaves the Rio Grande and diverges southwestward 
from a point just below Polomas and 110 miles above Fl 
Paso. Thence it continues to this place, which is 115 miles 
from the river. Making this the point of divergence for 
Guaymas, the general southwest bearing is he erved direct 
to the coast, and the distatice from New York is less by 
about 200 miles than by way of El Paso. By such line both 
the cities of Ures (capital of Sonora) and of Hermosillo, the 
former having a population of 7,000, and the latter of 8,000, 
are easily reached, whereas by the E] Paso line it would be 
more difficult. The business of the state of Chihuahua will 
be made tributary to the line from here as.readily as by the 
| El Paso line, the latter passing across only the extreme 
northern portion of the state. By the terms of the grant 
the road must be completed within two years, and the char- 
acter of the country issuch as will permit of compliance. It is 
proposed to commence construction from Guay mas and work 
this way, with the determination of making this the meet- 
ing point of the east and west ends. From the present ter- 
minus of the Santa Fé at Las Vegas it is 100 miles to where 
the road strikes the Rio Grande, and thence to where it 
leaves the river is 205 miles, and then 115 miles here, or 
420 miles all told. From here to Guaymas is 400 miles. The 
distance, all rail, from New York to Guaymas will be about 
8,800 miles, or only 300 miles further than from New York 
to San Francisco, From Mazatlan to San Francisco, by way 
of the Pacific Ocean, is 2,000 miles, and to Guaymas, by 
way of the Gulf, 300 miles; 1,700 miles shorter to Guay- 
mas than to San Francisco, and only 300 miles further to 
New York, by way of Guaymas, than by way of San Fran- 
cisco, and a clean 1,400 miles saved by the new line. This 
proportion must, necessarily, apply to the entire west coast 
of Taewina, as well as of Central and South America. 

‘* An American road traversing Mexican soil must prove 


| 





| 





| 
| a picayune scale, but broad and comprehensive. Aside from 
this, Guaymas is an average distance of 800 miles nearer 


the principal ports of China than is San Francisco, and up- 
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ward of 1,000 miles nearer Australia. As a matter of 
course, it will require years fairly to develop Sae into 
a first-class rival to San Francisco for foreign mess, The 
latter city has not only the prestige, but the most powerful 
corporation on the continent—the Central Pacific—to aid in 
resisting all efforts to wrest a single laurel of supremacy 
from her. Controlling not only all the railroads of Califor- 
nia, but great steamship lines as well, the command of the 
company is law on the Pacific coast. The Boston company, 
however, backed by unlimited capital, and having a line 

the coast not only offering so much the shortest routes, but 
suffering no hindrance from snow during the winter, will 
prove no mean competitor to the Central Pacific, and at the 
same time will open new channels of trade which cannot 
but prove of the greatest importance to the commerce of 
our country. The present population of Sonora is estimated 
at 160,000, that of Chihuahua, the state adjoining on the 
east, 175,000; that of Sinaloa, on the south, 170, ; and 
that of Mexico entire 10,000,000,” 


Atchison, Topeka & Santa Fe and the Denver 
& Rio Grande.—In Denver, Col., June 12, the United 
States Circuit Court gave a decision to ‘the effect that the 
Atchison Company had a right to operate leased lines in 
Colorado; that the case was purely a controversy between 
the two companies, and that the State had no standing 
in court. Further orders were to be made as soon as a 
properly certified copy of the order of the state court could 
be had. The Denver & Rio Grande Company in the mean- 
time remained in possession of the property, though there 
had been one or two skirmishes between its people and the 
Atchison Company’s employés. 

June 14 a new complication was introduced into the case, 
Judge Bowen, of the Colorado Court, having appointed a 
receiver for the Denver & Grande road on application of some 
holders of unpaid coupon certificates, approved by the 
trustees under the mortgage. The Receiver is Mr. H. A. 
Risley, formerly solicitor for the company. 

The case was before the United States Circuit Court again 
June 16, on application for an order restoring the road to 
the lessee, but no decision was given. Much is said to de- 
pee on whether the state court’s injunction order was issued 

vefore the application to remove the case to the United 
States Court. 


Atlantic & Great Western.—Argument on the final 
decree of foreclosure and sale was heard by the Court of 
Common Pleas at Akron, O., last week. <A decision is ex- 
pected at the present term of court. 


Billerica & Bedford.—The town of Billerica, Mass., 
has voted to subscribe $9,000 for the purpose of putting 
this road in repair and starting it up again. 


Boston, Hoosac Tunnel & Western,—This eg a | 
has secured from the New York Supreme Court, after muc 
opposition, the necessary authority to make the four cross- 
ings over the Troy & Boston rend Beaune to complete the 
line in New York. Only one of the crossings, that at Hoosic 
Falls, will be at grade. 


Burlington and Lamoille.—Surveys have been made 
for a short branch from Cambridge, Vt., to Mt. Mansfield, 
to be used chiefly in carrying lumber. 


Burlington & Missouri River in Nebraska,—Notice 
is given that the following bonds, under the consolidated 
mortgage of July 1, 1878, have been drawn for payment by 
the sinking fund: 

Numbers 1003, 1017, 1052, 1062, 1064, 1078, 1113, 1116, 1142, 
1228, 1259, 1266, 1288, 1299, 1301, 1304, 1323, 1327, 1351, 1375, 
1397, s, 1435, 1498, 1512, 1517, 1541, 1553, 1566, 1586, 1589, 
1609, , 53 bonds of $690 each; and numbers 5095, 5106, 5111, 
5115, 5131, 5148, 5173, 5200, 5212, 5260, 5302, 5314, 5317, 5338, 
5339, 5 , 5 , 5492, 5499, 5500, 5502, 
5517, 5520, 5% , 5611, 5628, 5635. 5675, 
5676, 57 , 5840, 5851, 5857, 5084, 
, 6130, 6173, 6208, 6217, 
. 6291, 6300, 6333, 6349, 










6056, 6086, 6102, 
6221, 3, 6251, 6262, 6282, 6283, 
6350, 6364, 71 bonds of $1,000 each. 

The bonds bearing the above numbers will be paid at the 
office of the New England Trust Company, 85 Devonshire 
street, Boston, on the first day of July next, with accrued in- 
terest to that date, after which date interest to the present 
holders will cease on said bonds, in conformity with the terms 
of the trust deed. 


Chicago, Millington & Western.—The United States 
Circuit Court in Chicago has granted a decree of foreclosure 
and sale against this road at the suit of the Farmers’ Loan 
and Trust Company, Trustee. There are $59,000 bonds out- 
standing, on which there is about $11,000 overdue interest. 
The company owns 11 miles of track, running from the 
Chicago city line to Proviso, but this road has never been 
regularly operated, 


6024. 


Chicago, Milwaukee & St. Paul.—Grading is now 
in progress on the extension of the Hastings & Dakota Di- 
vision from Montevideo, Minn., to Big Stone Lake. The 
distance is 45 miles, and it is to be completed this season. 

The lowa & Dakota Division is now graded for nearly 60 
miles westward from last winter’s terminus at Patterson- 
ville, la., and the track has been laid for 15 miles. The road 
is located to the James River in Dakota. 


Chicago & Paducah.—It is again reported from Chi- 
cago that negotiations have been completed for the transfer 
of this road to the Wabash Company and the immediate ex- 
tension of the road from Strawn, IIL, to Chicago, 


Davenport & Northwestern. — The section of this 
road in Fayette County, Ia., still continues im possession of 
the claimants who have attached it. No trains are run over 
it, and the people along the line are threatening actions for 
damages and other proceedings unless they are allowed to 
use the road. 


Dayton & Southeastern.—The Receiver’s report for 
ee period from Aug. 9, 1878, to April 30, 1879, is as fol- 
OWS: 


PRA BNR ail n oA way ad 456. 
merwinge for? AOMH. Joc... ooo. s cco cecesceweteaviee rekon 8,258.28 
a 1 nacre van» shh “tkiid» Snes eel $70,714.90 
ON ealbigedetin Pippin eins $3,220.23 
SEIN 6 6 oo sac hans 0050.00 bee seanendiuee 12,473.11 
—_————. 58,093.34 
Balance, Mag Biis..ivii..i eis 68. $12,021.56 


Expenses for April were 72.2 per cent. of earnings; for 
the whole period 65.8 percent. Included in the operating ex- 
penses under maintenance of way is an item of $624.55 ex- 
pended toward rebuilding bridge over North Fork of Paint 

reek, This has now been made a trussed bridge with 
lengthened spans, and the entire cost, so far $969.45, has 
been charged to expense in months of March and April. 


Denver & Rio Grande.—The Colorado Circuit Court 
has granted an application for a receiver made by holders of 
unpaid coupon certificates and approved by the trustees 
under the mortgage. The Receiver chosen is Mr. H. A. 
Risley, Solicitor of the Company, but he is said to be satis- 
factory to all parties. 


Dubuque & Dakota.—This company purposes issuing 





bonds at the rate of $10,000 per mile to , mar Ser the con- 
struction of its proposed road. The bonds will be guaranteed, 
principal and interest, by the Dubuque & Sioux City Com- 
pany and will be ready for delivery July 1, when one-half 
he amount will be required, the remainder to be paid in two 
equal installments Aug. 1 and Sept. 1, Bids for these bonds 
will be received by James A. Roosevelt, Vice-President of the 
Dubuque & Sioux City Company, until June 25, at the of- 


fice of Roosevelt & Son, No. 32 Pine street, New York. 


Flint & Pere Marquette.—A dispatch from New Bed- 
ford, Mass., says: ‘‘A committee of mortgage bondholders 
of the Flint & Pere Marquette Railroad is en in pre- 
paring a plan for foreclosing the mortgage, and organizing a 
new company to control and operate the road, by convert- 
ing the bonds into stock. A large amount of the bonds is 
held in New Bedford, Boston and other places east. The re- 
organization will result in delaying the payment of the J uly 
coupon on the bonds of the Holly, Wayne & Monroe road.” 


-Fitchburg.—The Boston Advertiser of June 17 says: 
“Tt has been stated that the form of the arbitration pro- 
genet by the Governor and Council in the matter of the Troy 

Greenfield road and Hoosac Tunnel would not be accepted 
oy Se Fitchburg road, chiefly oun account of the condition 
that in no case should the tolls be less than would cover the 
cost of operating the state road. Other objections to the 
form of submission are not essential, and no doubt some 
way will be found to meet this one, as the object of all the 
parties is to secure an equitable adjustment. 

“The ground taken by the Governor and Council, we un- 
derstand, is that the law of 1875, under the interpretation 
by the Attorney-General of the system of tolls, requires that 
the Governor and Council should receive some compensation, 
even if only nominal, for the use of the tunnel, and are not 
authorized to run it on any terms that recognize a system of 
cash paid out and afterwards levied as a tax on the people. 
The proviso, therefore, to which it is said the Fitchbur 
Railroad Company object is one which the Governor an 
Council felt bound, as a matter of duty under the scope of 
their authority, to insist upon. 

‘* Aside from the legal consideration, the Governor and 
Council also claim that they ask no guarantee for the cost of 
the tunnel; nor for the interest the state is now paying on 
that; nor for any construction expenss, for which $180,000 
was appropriated by the last Legislature, and may be spent 
during the year ; but only for the daily ordinary expenses, 
which last year amounted to but some $80,000 or $90,000. 
If the receipts will pay this small sum, then the proviso 
harms nobody’; if not, and if the whole business is so poor 
and unpromising that it won’t pay the daily running ex- 
penses of 37 miles of the line, and if the state must tax its 
people so that the Fitchburg Railroad Company shall be 
guaranteed from all loss on a line of its own partial organi- 
zation and management, then, it is claimed, the whole thing 
is a failure, and not worth its cost to anybody. 

‘“We see no reason why the mere details of the adjust- 
ment—the manner of selecting the arbitrators and the 
period of time to be covered by their finding—may not be 
easily settled. The real point of difference is, whether the 
Fitchburg Railroad Company shall be guaranteed against 
loss in consideration of furnishing motive power over the 
state line, or whether the state shall be guaranteed against 
loss on its running expenses in apeaating a tunnel and road 
which at such great cost it has built, and which it is now 
willing to give the free use of (if there are no profits in the 
business) to that connecting line which has had the most 
vital interest in the enterprise, 

‘Tt is not for us to say that it is incumbent on the Fitch- 
burg Railroad to assume this risk, all other points of differ- 
ence being satisfactoril arranged. That isa matter which 
the managers will pen a as they think the interests of their 
stockholders require. But practically the risk would be very 
slight, and it would seem that the stockholders could better 
afford to take it fora single year, or until the law which 
now limits the authority of the Governor and Council can 
be modified, in the event of its being found necessary, than 
to withdraw from the line of which their road is so impor- 
tant a part, and from which they certainly receive great ad- 
vantage.” 


Ft, Wayne & Terre Haute.—The organization of this 
company was completed June 16, at Ft. ayve, Ind., 16 
subscribers signing the incorporation and taking $52,250 of 
the proposed stock. The projected line is from Ft. Wayne 
southwest to Terre Haute, about 165 miles. 


Grand Trunk.—Dispatches from Toronto state that the 
Great Western Company has agreed to join with the Grand 
Trunk and the Wabash in the building of a new line from 
Detroit to connect with the Wabash at or near Toledo, 


steel rails have been contracted for and ave to be luid this 
season. At Palestine, Texas, a new repair shop of brick, 
80 by 240 ft., is being built, and nearly $20,000 will be 
spent on new machinery to stock it. It will probably be 
finished this mouth, when the old machine shop will be con- 
verted into a blacksmith shop. The foundations have been 
laid for a new building for the general offices, which will 
be 40 by 120 ft. and three stories high. 


Indianapolis, Decatur & Springfield.—Work on the 
extension of 51 miles from Guion, Ind., to Indianapolis is 
srogressing well, and the company hopes to have it finished 
xy Oct 1. It is stated that the netearnings of the 101 miles 
of completed road are steadily increasing and are now at 
the rate of $88,000 a year, which is more than the interest 
on the outstanding first-mortgage bonds. Any surplus over 
the first-mortgage interest and sinking fund will be applied 
to the payment of interest on the second-mortgage bonds. 
The income coupons now due will probably be funded soon. 


Jersey City & Albany.—The re-organization of this com- 
pany has been completed, and it is intended to resume work 
at once on the extension from Tappantown, N. Y., to Haver- 
straw, as a commencement, with the intention of working 
from Haverstraw northward towards Albany as soon as the 
first section is finished. The 15 miles from Tappantown to 
Haverstraw were graded in 1873. 

The company has executed a mortgage for $5,000,000 on 
its property, under which bonds are to be issued as needed 
for the work. 


Kansas Pacific.—A dispatch from Kansas City, Mo., 
June 17, says: *‘ Mr. 8. H. H. Clark, General Manager of the 
Union Pacific, to-day received the formal transfer of the 
Kansas Pacific Railroad from the Receiver, the Court having | 
signed the necessary orders.”’ 





pany has filed a certificate of organization in Indiana, to | 
uild a line from Indianapolis, north by sest to Frankfort | 


Muncie road. The distance is about 43 miles. 


| 
Lake Shore & Southeastern.—This company has filed 
articles of incorporation in Ohio for a railroad a few miles | 
Jong from the Pennsylvania line in Trumbull County to a | 
connection with the Mahonin 
Shore road. 


Coal Branch of the Lake 





Shore road now under construction in Pennsylvania. 


International & Great Northern.—Some 50 miles of | 





} 
| of 


to connect there with the La Fayette, Bloomington & | cey 


It is the Ohio end of the Sharpsville and Lake | the Philadelphia & Reading Company. 
the terms are that in the first and second years of the lease 


Lehigh Valley.—A report comes from Philadelphia 
that this company has arranged to build a new line 
Bethlehem, Pa., to a point on the New York Division of the 
Pennsylvania Railroad below Trenton. The road, it, is said, 
will be built joint by the two companies and will receive 
all the Lehigh Valley’s Philadelphia business. 


Louisiana Western.—The grading of this road is now 
completed for 15 miles eastward from the Sabine River. A 
large force is employed on the heavy work in the Sabine 
Bottom, and on the foundations for the bridge over that 
river. 


Louisville & Nashville.—At the special meeting in 
Louisville, June 11, the stockholders voted to confirm and 
ratify the action of the officers in purchasing the Kentucky 
and Tennessee divisions of the St. Louis & Southeastern 
road. Also to approve of the course taken with regard to 
the Montgomery & Eufaula road and the bonds of that road 
held by this company. ‘ 

The Louisville Courier-Journal says: ‘‘The opinion has 
prevailed since the action of the General Council authorizin, 
the sale of the Louisville & Nashville Railroad stock, shoul 
the people so decide by vote, that the sinking fund commis- 
sioners would then, if they deemed proper, put 18,500 shares 
on the market. It has been generally thought that the city’s 
saleable stock consists of this amount, but Louisville can 
really sell only 9,000 shares, she holding the remainder with 
the right to draw interest, but not to dispose of.” 


Morgan's Louisiana & Texas.—A_ correspondent 
writes as follows of the progress of this road: ‘The road 
from New Orleans to Morgan City, 80 miles, was built by 
the New Orleans, Opelousas & Great Western Company in 
1856, and purchased by Charles Morgan, of New York, in 
1868. The distance from Morgan City to Vermillionville is 
68 miles. This grade was completed years ago, but track- 
laying never commenced in earnest until corty this spring. 
The track is now laid to the town of Jeannerette, La., about 
84 miles west of Morgan City, or about 10 or 11 miles from 
New Iberia, A force of 55 to 70 men is putting down from 
1,800 to 2,200 feet per day, or from 2%¢ to three miles 
ver week. With good weather the track will be at 

ew Iberia, 45 miles west of Morgan City, by July 24. The 
best of steel rail is being put down, The Louisiana Western 
Railroad, or missing link as it were, will have its termini at 
Vermillionville, and Orange, Tex., where they will connect 
with the Texas & New Orleans for Houston, Texas. Rumor 
says the connections will be Geena by rail from New Or- 
leans to Texas by Jan. 3i, 1880, Messrs. Chas, A, Whit- 
ney & Co., managers of this road, are building 100 new box- 
cars. About 60 of them are already out, and the balance of 
40 will be out before sugar, molasses and cotton have ma- 
tured. This company is using the Baldwin locomotive 
principally. What would the engineers think North to see 
a 14 by 22 in. cylinder bring in 64 loaded cars? It has been 
done right here, and we never have been able to over-load 
our 16 by 24 engines.” 


New York, Lake Erie & Western.—This company 
has lately bought 26 acres of land or geen the track in 
Horuellsville, N. Y., and will, itis said, enlarge the yard 
there, build a new round-house, and possibly an extension 
of the repair shop. Hornellsville is an important point, the 
Susquehanna, Western and Buffalo divisions meeting there, 
and the present buildings are insufficient. 

The yard at Binghamton has been enlarged to accommo- 
date the business from the Hoosac Tunnel Line which is ex- 
pesten to come in at that point. Improvements have also 
ven made in the yards at Elmira, Owego, Waverley and 
Corning. 

Work is being pushed on the second track between 
Adrian and Rathboneville on the Susquehanna Division, 
Some c.ntracts have been let on the second track between 
Burns and Attica on the Buffalo Division, where is the only 
long stretch of single track remaining between Jersey City 
and Buffalo, 

It is stated that after July 1 no trains will be run over the 
Erie & Genesee Valley road, from Mt. Morris to Dansville, 
15 miles, by thiscompany. Due notice of the proposed with- 


| drawal of train service has been given to the company own- 


ing the road. The lease was surrendered some time ago, 


New York & Oswego Midland.—Some of the bolders 


| of stock and subordinate bonds of this company met in New 


York, June 17, and, after discussing their position, appointed 
a committee to see if they could not secure some recognition 
in the proposed reorganiz ition by the holders of first-mort- 
gage bonds and receivers’ certificates. 


New York Rapid Transit Lines,—The Rapid Tran- 
sit Commission has made an additional and final report 
recommending that extensions be allowed of the Metro- 
politan Elevated road through Eighth avenue to and across 
the Harlem River and thence tothe Yonkers line. Another 
route is recommended extending the East Side line across 
the Harlem River to 176th street, with branches through 
Jerome avenue, Fordham avenue and to Hunt’s Point. It is 
also recommended that a connection from tbe Sixth to the 
Ninth avenue be built through 59th street. 

The most important recommendation of the commission, 
however, is that an entirely new elevated road be authorized, 
which will be substantially an extension of the New York 
Central & Hudson River road from the Grand Central Depot 
to the City Hall. It is to pass from the Grand Central Depot 
through the tunnel under Park avenue to Thirty-fourth 
street, then, rising above the street, to run through Fourth 
avenue, Lafayette Place, Crosby and Centre streets, to Park 
Row, ending at the City Hall. This action was entirely un- 
expected, and has given rise to much speculation, the general 
opinion being that Mr. Vanderbilt will build the road. 


Northern, of Canada.—The Toronto Monetary Gazette 
June 14, says: “ The terms of a working arrangement be- 
tween the Northern and the Hamilton & Northwestern rail- 
ways have been arranged between the two companies. The 
agreement was ratified by the Northern Railway Company 
on Tuesday. The division of earnings is to be in the propor- 
tion of 60 per cent. to the Northern, and 40 per cent. to the 
Hamilton & Northwestern. Mr. Cumberland, Managing 
Director of the Northern, explained that both companies re- 
quired to issue debentures to cover floating debts; both, after 
making partial issues, found an obstacle to their credit, and 
a doubt whether the remainder could be disposed of, on ac- 
count of the competition between the two lines which this 
arrangement would put anend to. If the aggregate earn- 
ings were increased 5 per cent., which the proposed arrange- 
ment would save, there would be sufficient to pay the inter- 


La Fayette, Frankfort & Indianapolis.—This com- | ot on all the bonds.” 


Northern Pacific.--The Interior Department has ac- 
»ted the amended Jocation of this company’s road through 
Washington Territory. The new line from Puget Sound 
eastward is a direct one and considerably short«r than that 
originally located. 

North Pennsylvania.—At a special meeting, held June 


14, the stockholders voted to approve the lease of the road to 
As already noted, 
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the lessee shall to the lessor $673,344 annually in quar- 
e Ke pay ‘ 


terly 
the 
suceeeding year the sum of 
are sufficient to y interest at 
cent. on ow bends of 
ing to $1,930,500; interest at the rate of 7 per cent. on out- 
standing bonds amounting to $1,500,000; interest at the 
rate of 7 per cent. on bonds amounting to 
$2,569,500, and interest at 6 per cent, on $17, in- 
come bon all of which are secured by aye 
also a dividend at the rate of 6 per cent. for the 
two years, 7 per cent, for the and fourth years, 
and 8 per cent, during succeeding years on the capi- 
tal stock and scrip, to $4,527,150. 

lease farther provides that the lessee shall pay to the lessor, 
during the term of the lease, quarterly interest on the float- 
ing debt which amounts to $1:146,670. and also the sum of 
$12,000 a year for the maintenance of the organization of 
the lessors. Should any default occur in the payments of 
the rent or interest for the period of cope etd ter demand 
is made therefor, then the lease shall be forfeited. 


Pennsylvania, Pope & New England.— 


payments; during the third and years 
sum of $718,615, and during the fifth and each 
887. These sums 


This company was recently under the general law 
of Pennsylvania to build a from to the Dela- 
ware River at Port there to connect with th h 


New Jersey and New York to the Poughkee Bridge. It 
is, apparently, a reorganization of the th Mountain Com- 
pany, which has graded a large part of the pro 1 line, 
and whose property was last year sold under foreclosure. 
The new conten es put on record a mortgage for $1,000, - 
000 to G. W. MePherran and P. C, de Sanque, of Philadel- 
phia, trustees, 


Philadelphia & Reading.—A_ London dispatch of 
June 18 says that it is understood there that President 
Gowen’'s visit to England is for the purpose of raising a new 
loan for the company. 

This company last week shipped from Williamsport for 
Philadelphia a train of 80 tank cars loaded with oil, being 
the first oil received through the Tide Water Pipe Line from 
Kradford. It was consigned to the Pennsylvania Refining 
Company at Greenwich Point, Philadelphia. This is the 
first oil the Reading has carried to Philadelphia since 1876, 
when it received part of the Standard Company’s business 
for a short time. 

Plans have been prepared for four new steam colliers, 
which are to be built with special reference to carzying coal 
to Mediterranean ports in Europe, 

Work is progressing actively on the new connecting line 
from Wayne Station on the Germantown Branch to the 
North Pennsylvania road. Mpst of the line is trestle-work, 
to be filled in hereafter. 

The Attorney-General has giyen an opinion to the effect 
that the wages-certificates ee by this company come 
within the internal revenue law imposing a tax of 10 per 
cent. on state bank currency. The opinion is not very pe 
tive, however, and a decision of the courts will probably be 
required to settle the matter. 


Pittsburgh, New Castle & Lake Erie.—The com- 
mittee of ste ee tar a that the debt of this com any 
consists of $225,000 8, 892. case Arg ap fot and $16, 
other liabilities. The assets, besides the road, consist of 
$108,500 unsold bonds and $17,000 accounts and balances, 
including unpaid subseriptions. To complete the Wurtem- 
berg and Allegheny Extensions the committee recominend 
the issue of interest-bearing certificates in small denomina- 
nape = be receivable in payment of freight charges over 
the road, 


Pittsburgh, Virginia & Charleston,—Contracts for 
rading the extension from Monongahela City, Pa., to 
jrownsville have been let as follows: Three miles to F. 
Gwinner, Allegheny, Pa.; five miles to MeGonigle & Mc- 
Gue, Freeport, Pa.; ten miles to M. Cummins, neaster, 
Pa., and five miles to John Swan, Allegheny, Pa. All the 
contractors are to begin work at once. 


Port Huron & Northwestern,-—Regular trains are 
now running to Croswell, 26 miles northwest from Port 
Huron, Mich., and the earnings are considerably in excess ot 
the expenses. The road runs yg a lumber and farming 
country, and is to be extended to Port Austin, on Saginaw 
Bay, 90 miles from Port Huron, The company has 
no bonds; the stock is all held by the directors, 


Portland & Rochester.—Bids were opened June 14 
for the purchase of the interest in this road owned by the 
city of Portland, Me. The only one received was that of 
George P. Westeott, who offers $175,000, and whose bid is 
understood to be made on behalf of the first- mortgage bond- 


holders. 


ued 


South Carolina Railroad Commision.--The Legis- 
lature of South Carolina last winter passed a law to prevent 
unjust discriminations, and at the same time passed another 
providing for the appointment of a Railroad Commissioner, 
to have a general supervisory power, similar to that held by 
the Massachusetts Commission. The railroad companies are 
required to make reports to him, furnishing such informa- 
tion as to their condition and business as he may require, and 
he is to make a yearly report to the Legislature. He has 
poser to require the companies to make necessary repairs to 

»ridges and structures, and is — to investigate all com- 
plaints made and all alleged violations of law. If the com- 
panies fail to make repairs or improvements, or to correct 
abuses, or continue to make overcharges after due notice in 
writing, the commissioner may appeal to any Circuit Court 
for the necessary orders to enforce his authority. 

Under this law Hon. Milledge L. Bonham was appointed 
Commissioner. Weare informed that the law has has far 
worked very satisfactorily. The recommendations of the 
Commissioner have been promptly complied with, and in 
many cases his action has prevented expensive litigatien and 
corrected abuses. 


Texas & Pacific.—The construction company has now 
completed the grading of 261¢ miles out of 31 on the exten- 
sion from Ft. Worth, Tex., to Weatherford. and work is 
well advanced on the remaining 444 miles. Contracts have 
been let for all the ties needed. 


Valley, of Ohio.—At a meeting held in Cleveland, O., 
last week, the stockholders voted to authorize the cancella. 
tion of the existing mo: and the execution of a new 
inortgage for $1,600,000 to secure bonds to be issued for the 
purpose of completing the road. 


Warwick Valley.—Surveys are being made for an ex- 
tension of this road from Warwick, N. Y., southward to the 
New Jersey line, to meet there the proposed extension of the 
Sussex Railroad, 


Wawayanda.—This company has filed articles of incor- 
poration in New Jersey for the purpose of building a rail- 
road from McAfee Valley, in Sussex County, the terminus 
of the Vernon Branch of the Sussex road, northeast through 
the Wawayanda Valley to the New York line, where it 
connect with an extension of the Warwick Valley road. 
The distance is about eight miles, 


foreclosure and sale has been granted by the United States | 
Circuit Court and Major J. D. Devine appointed Commis- | 
sioner to sell the road. 
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which have been reviewed in previous numbers of this vol- 
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Eastern.... ... - +» «+ « 152 Portland & Ogdensburg.. ... . 91 
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DE. th» as nceksaessnaheaaeaiin 304 Rome, W'town 247 
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St. Louis, Van. & Terre Haute.. 73 
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Manchester & Lawrence. 


This company owns a line from Manchester, N. H., to the 
Massachusetts line, 22.25 miles, and it leases from the Bos- 
ton & Maine the Methuen Branch, from the state line to 
Lawrence, Mass., 3.75 miles, making 26 miles worked. A 
large partof the business is dune under an agreement with 
the Concord Railroad Company. The 31st annual report 
covers the year ending March 31, 1879. 

The general account is as follows: 

Stock ($44,944 per mile)........ 
Notes payable and dividends unpaid 
Income and expense 


Total ee $1,124, 235,28 
Construction, telegraph, &e. ($46,747 
per mile).... $1,040,123.95 
Concord Rai 32,.00.00 
Manchester & No. Weare, Suncook Val 
ley and Mt. Washington roads.... ... 
‘ 


$1,000,000.00 
34,686.73 
89,548.55 





52,111,338 

—- ——— 1,124,235.28 
The items to which no value is attached in the statement 
represent property held jointly with the Concord Company, 
the accounts in relation to which had not been definitely 
settled. Since the close of the year, however, they have all 
been adjusted except the interest in the Manchester & North 
Weare road. 

The traftic for the year was as follows: 


Train mileage: 1878-79. 1877-78. Ine, or Dec. P. c. 
EOS 50,388 Rb {tek nee ater son acs 
Freight... CE eCeiecrr a Sian us ule eed ap 
I antes cp eemons 70,082 64.927 IL. 5,105 7.9 
Passengers carried ........_ 120,906 115,872 IL. 5,034 4.3 
Passenger mileage ... ....1,805,268 1,907,494 D. 102,226 5.4 
Tons freight carried... ... 57,408 48,516 I. 8,892 18.3 
Tonnage mileage.......... 994,941 777,239 I. 217,702 28.0 
Av. train load: 
Passengers, number....... rt ee re 
Freight, tons .............. SM otis semdvebiededo aden wad 


The increase in freight traffic was very considerable, but 
the business was done at lower rates than in the previous 





year. The earnings were as follows: 

1878-79. 1877-78, Decrease. P. c. 
I ki acl «0s cc-neoel te< $53,151 $56,116 $2,965 5.3 
NS Eh dacccknisnvaset 32,328 34,418 2,090 6.1 
Express, mail, etc . 9,557 10,388 831 8.0 
Concord Co, on joint account. 69,963 70,885 892 1.3 
RS ene eee $164,999 $171,777 $6,778 3.9 
SPONGES. ons vi veidiivicccesdece 64,587 71,319 6,732 9.4 
Net earnings............ $100,412 $100,458 $46 pi 
Gross earnings per mile...... 6,346 6,607 261 3.9 

Net os iste -wevers 3,862 3,864 2 
Per cent. of expenses......... 39.14 41.52 2 38 5.7 


Dividends of 10 per cent. were paid, leaving a balance of 
$411.82 to income account. During the year 280 tons new 
rails, 48 tons welded rails and 9,007 new:ties were laid. The 
depot and yard at Manchester were improved at joint ex- 
pense, 

It is hoped that all remaining accounts with the Concord 
Company will soon be adjusted. It is recommended that 
authority be obtained to make additional arrangements 
with connecting lines to facilitate the transaction of the 
business of the road. 


Pensacola & Perdido. 


This company , which owns a line 9 miles long, from Pen- 
sacola, Fla., to Perdido or Millview, issues its report for the 
~ ending March 81, 1879, in the following condensed 

‘orm: 


RECEIPTS. 
NG Os ci cock’ vebtdge cobkoceutantonke $1,690 .64 
oe SR ae ae eee ere ay 39,037 .21 
Dock dues and ballast receipts................... 714.09 








Collectable accounts, March 31, 1878......... 23 
7” ” a i Es cb hee 6,411.09 
——— 1,826.69 
NN OMG 6.5 0 iis Sos eis oe cnmde badhatdmcasl dered 26.00 
en SOS p eB cit $43,204.63 


Wilmington, Columbia & Sugeae.—s decree of | 
y 








DISBURSEMENTS. 


Bills payabje outstanding March 31, 1878...$34,613.88 
IndividuaLiiabilities 3,018.54 





$37,632.42 














Individual liabilities.............. 1,#58 .04 
—- 30,043.44 
$7,588.98 
DUROS OUOUUID irae 65 os occ tied oes 000 p40 s caceiecpeepen cob 67. 
Contingent expenses, taxes, €C.... ...-..---eeeeeeseees 2,053.17 
on, oe nce pene beg sone eaReaaeee 302 .50 
BODES CO LOGOTIOUIVOS 5.65.00 s cece ececcscccccccpeves 1,030, 83 
POUTIOS GREE sco iriscctseccocccecscbecegeccsevtsverseeb 421.79 
MOVEMONE ACCOUME 0.6. occ cece tec ccccccsecccreccses 7,523.86 
URGE neg eee ree PPE Pee rs a adeWos 3,944.97 
PS Pee ee TP eer eT Ter ere Tee 1,431.14 
PM asc eths ls, wecdedenchaccharcernarnen, > 9>.6r® 82.00 
SE a dhchakdeesenbuntar «thes serene thins csmdebeoonede: a 1,282.79 
eC ED sot cn ca okwp copeness ces nasereesreth 64.05 
ge ae tor ee coer OL 263.08 
SROUTOUS DOOGOND, iF ii5 cise) Soccer sees sdercccdb Weds seven 8,843.98 
IE 6. i iss dhs oon a 58 4,060.00 
Freight and mail expense account ..............-.+-- ‘ 801.25 
Profit and loss—amount judgment of G. W. Hutton.... 433.16 
TOON ikiai 0s cde cb ieanh ode peel. tens teen $43,294.63 
Actual earnings and expenses: 
1878-79. 1877-78. Decrease. P.c. 
Gross earnings........... $41,467 94 $49,462.30 $7,994.36 16.2 
Expenses..... gtbaacliine 22,041.38 27,298.57 5,257.19 19.: 
Net earnings... ...$19,426.56 $22,163.73 $2,737.17 12.: 
Gross earnings per mile. 4,607.55 5,495.81 888.26 16.2 
Net ae ve . 2,158.51 2,462.64 304.13 12.3 
Per cent. of expenses... 53.11 55.15 2.04 3.7 


The decrease in earnings was due mainly to the quarantine 
restrictions at the port of Pensacola. The chief business of 
the road is in lumber carried to Pensacola for shipment. 


Wilmington & Northern. 


This company, successor through foreclosure to_the Wil- 
mington & Reading, owns and works a line trom Wilming- 
ton, Del., to Birdsboro. Pa., 64 miles. The following state- 
ments are from the reports for the year ending Dec. 31, 
1878, as presented at the recent annual meeting. 

The traffic for the year was as follows: 


1878, 1877. Inc. or Dec. P.c. 
Passengers carried............ 76,715 64,695 I. 12,020 18.6 
Passenger mileage......... ..1,(65,404 _....... se alt ob wane ig 
Tons freight carried.......... 198,568 217,830 D. 19,262 8.8 


Tonnage mileage... . .2,830,095 
The earnings and expenses for the year were 











1878. 1877. Inc. or Dec. P.c. 
Passengers....... .. $30,434.90 $27,390.46 I. $3,044.44 11.1 
Freight ....... . 93,689.83 | x4e Os oa ¢ 
Mail, express, ete... 5,556.71 108,543.93 D. 9,207.38 86 
Ay Oe $129.681.44 $135,934.39 D. $6.25295 4.6 
Expenses............ 147,909.68 126,714.15 I. 21,195.53 16.7 
Deficit or nt. . Def.$18,228.24 Net.$9,220.24 ........00.005 Saas 
Gross earn, pr. mile. 2,026.27 2,123. D. $97.71 4.6 
Net earn. per mile.. .......... Oe aL ee ee 
Per cent. of expens. 114.06 93.22 I 20.84 22.4 


The road is entirely dependent upon its local business, and 
for much of that it meets with competition. It has no con- 
nections beyond Reading and does not even control an en- 
trance into that city. The company is now considering the 
ossibility of purchasing at the coming foreclosure sale the 
Reading & Lehigh road, which will give italine to the 
Lehigh Valley, at Slatington, besides an entrance into Read- 
ing. 

The report says: ‘‘ Improvements to the road during 1878 


* 


were the reconstruction of the bridges for 62 miles of way 
at acost of $11,730; the filling in part and rebuilding 680 
feet of trestling, costing $3,739.25, and the laying of 200 


tons steel rails costing (less receipts for old rails) $5,766.93, 
making together a total of $21,236.16, for the complete 
renewal of structure and material which had been in use for 
more than eight years, and which now, for a like period, will 
require but inconsiderable outlay. 

“ Besides these permanent improvements, 30,824 ties were 
replaced during the year, as against 13,171 in 1877; anda 
total of 88,271 during the whole preceding existence of the 
road; whilst the condition of the track and its appliances 
have been materially improved in every respect. 

“For a long time the business of the road constantly 
diminished, each month showing a less traflic than the cor- 
responding month of the preceding year; but a marked im- 
provement began in July last which has since continued, and 
there is now a reasonable prospect of such further increase as 
will require the use of that considerable part of your rolling 
stock hitherto unemployed, as to justify anticipations of not 
very remote returns upon your investments.” 


Detroit & Bay City. 


This company owns a line from Detroit, Mich., to Bay 
City, 110 miles, with branches from Lapeer to Five Lakes, 
6 miles; from Vassar to Caro, 13 miles, and from Vassar to 
Saginaw, 16.75 miles, making 155.75 miles in all. The 
Saginaw Branch was not completed unti) near the close of 
1878. 

For the year ending April 30 the earnings were as fol- 
lows : 


1878-79. 1877-78. Inc. or Dec. P. c. 

Gross earnings.......... 388,885 $358,394 I. $30,491 8.5 
Expenses.... .... . .... 293,890 273,675 I. 20,215 7.4 
Net earnings...... $94,095 $84,719 I. $10,276 12.1 
Gross earn, per mile.... 3,015 3,089 dD. 74 2.4 
Net <3 4 Seine 736 730 I, 6 08 
Per cent. of expenses... 75.57 ,76.36 D, 0.79 «61.0 


The report sets forth that ever since the road was con- 
structed %li its rolling stock has been rented from the Mich- 
igan Central Railroad. This being found an expensive 
method of doing business, the company, during the last year, 
has been equipped throughout with its own rolling stock, 
both cars and engines, and that of the Michigan Central bas 
been withdrawn. 

During the years 1877 and 1878 the earnings of the road 
have been applied, so far as they would go, to the building 
of a branch road from Vassar to Caro, and also from Vas- 
sar to Saginaw. The road has not, at any time in the past, 
earned money enough to meet the interest accruing on 
bonds. It has for several years been managed as part of the 
Michigan Central Railroad system, and its net earnings used 
in the purchase of equipments and for other improvements. 
The road and its equipments were, last January, placed in 
the control of the Farmers’ Loan & Trust Company, of New 
York, to be managed for the bondholders, and it is now man- 
aged and itsagents appointed by that company. The funded 
debt of the road is the amount of the construction mortgage 
bonds of $2,830,000 and the interest in arrears upon them, 
to which is to be now added the amount of the cost of the 
two branches, and equipment of rolling stock and power 
over and above the earnings applied toward the hase of 
the same, as above stated, which is $847,000. e net earn- 
ings of the year were about 5 per cent, of the whole bonded 

ebt. 

















